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THE BROADER TRANSPORTATION VIEW 

The strike of New York harbor workers and the 
consequent tie-up in export and import shipping serves 
again to emphasize the necessity for enlargement of 
outlet from and inlet to this country for international 
commerce. There is hardly a time, for that matter, 
when some evil consequence of the smallness of the 
neck of the bottle cannot be pointed to. It is time the 
situation were remedied. When the object is merely 
to get a substance into or out of a container and not 
merely to pour it through a given orifice, if the orifice 
cannot be enlarged, the obvious thing to do is to increase 
the number of orifices. In this case equalization of ex- 
port rates to Atlantic and Gulf ports is a move in the 
tight direction and the action of the Railroad Admin- 
istration in this respect should not be revoked. It was 
one of the good things accomplished umder government 
operation of the railroads. We say this, not in the in- 
terest of Southern or other ports or in the spirit of an- 
tagonism to New York interests, but in the interest of 
transportation conditions in the entire country. Selfish- 
ness should not be allowed to prevail when the general 
interest of the country is at stake, and selfishness gen- 
erally defeats its own best interests anyhow. It is an 
xtremely narrow-visioned person who wishes to keep 
everything for himself. One would think that the rail- 
toads, in their present congested and poorly equipped 
‘ondition, especially since they are on trial for their 
lives, as far as private control is concerned, would not 
only welcome but take the initiative in anything that 
would serve to relieve the burden and conduce to the 
more facile flow of traffic. 

Another possible way of increasing the number of 
lecks of the bottle is the proposed route from the 
Great Lakes to the Atlantic Ocean by deepening the St. 
Lawrence River. We do not know whether this plan is 
leasible from an engineering point of view or whether, 
if it is possible, it could be accomplished within ‘a cost 
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such as to make it reasonable. We pass no opinion on 
But if it is possible and practical from 
those points of view, it should by all means be made 
effective, that the vast volume of traffic from the west 
may have direct access to foreign markets without pay- 
ing toll, both of money and delay, at the port of New 
York. We hope this matter can be decided without the 
influence of politics or selfishness, on the broad ground 
of practicability and public interest. The experience of 
government operation of the railroads under war con- 
ditions and necessity will have been for naught, as far 
as future benefits are concerned, if we have not learned 
how to subordinate selfishness and provincialism to the 
wider public good. Now is more than ever the time for 
the railroads to view things largely, and for private in- 
terests in this or that locality to take the same view of 
transportation questions. It is no time, for instance, 
for the railroads to put stumbling blocks in the way of 
inland water or motor truck transportation as means of 
increasing the instrumentalities of commerce. They 
should welcome them. Neither is it a time for New 
York business men or politicians to object to plans that 
would facilitate traffic movement generally, though, per- 
haps for the moment, decreasing somewhat its local 
business. If its selfishness does wish to express itself 
and it is perhaps human that it should—it should. be 
recognized as selfishness and ignored. 





VALUATION FOR RATE-MAKING 

We are printing elsewhere a communication from 
Fred H. Wood, general attorney and commerce counsel 
of the Southern Pacific Company, tuking exception to 
the statement in our editorial of March 27 that it was 
the position of the carriers and the security owners at 
the Commission’s valuation hearing that the Commis- 
sion should take the railroad property investment ac- 
count as the valuation of the roads for present rate- 
making purposes. We confess that we might have ap- 
plied our strictures more to what was said by repre- 
sentatives of the security owners than to what was 
said by those who spoke for the carriers, and yet we 
cannot withdraw entirely from our position that both 
demanded too great consideration for the property in- 
vestment account. That was the impression, we think, 
that anyone with our point of view would get from 
reading our report of the hearing—to the accuracy of 
which Mr. Wood takes no exception—and it was the 
impression obtained by others who attended the hear- 
ing. It is true that the remarks at the hearing of those 
who view the matter somewhat as we do and the sug- 
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gestion of Commissioner Aitchison that it would seem 
to be the desire that the language of the law be taken 
in a Pickwickian sense, were directed more to what was 
said by the the security owners 
than to the plea of the carriers, but the fact remains 
that, even as Mr. Thom put it at the hearing and as Mr. 
Wood put it then and puts it now in his communica- 
tion, the carriers would have the Commission take the 
property investment account and the material and sup- 
ply accounts as the “minimum conservative figures” 
now susceptible of use in arriving at a valuation, 

If the suggestion were that these accounts should 
be taken merely as a basis instead of as a “minimum” 
we should find ourselves in agreement with everything 
Mr. Wood says and that is said in the resolution pre- 
sented by Mr. Thom. But we do not agree that these 
accounts or anything else should be taken as a mini- 
mum. It may well be that the valuation, as found by 
the Commission, will be in excess of those accounts. 
We should say that, if the accounts in question are 
anywhere near accurate, the valuation found by the 
Commission should be much larger than they show, on 
account of the great increase in present day costs. We 
are simply arguing that the accounts in question should 
merely be taken as a basis, because they are the only 
complete working figures in existence, but that they 
should not be taken as a minimum or a maximum or 
anything else of the kind. They should be checked 
where it is possible to check them and, perhaps, ac- 
cepted at their face value where no immediate check is 
possible. Then they should be inflated or deflated ac- 
cording to whatever process is found to be legal and 
proper in fixing valuation after arriving at cost. 


representatives of 


RAILROAD LABOR CRISIS 

What is the conclusion to be drawn from the 
sporadic “unlawful” railroad strikes here and there over 
the’ country? Some believe that these strikes, unau- 
thorized by the constituted labor authorities, are winked 
at by the latter, who cannot afford to appear as coun- 
seling strike tactics, in view of their obligations under 
the law, but who, nevertheless, are restless themselves 
and who desire to allay the still greater restlessness of 
the men in the ranks who want more money and who 
do not want to wait for the machinery of the law to 
work. That theory is possibly correct but we do not 
believe the labor leaders are so shortsighted and foolish 
as thus to risk their standing. If they were, “on the 
quiet,” permitting and promoting strike tactics of the 
“illegal” kind, while striving to maintain, as a matter 
of record, the purity of their motives and their utmost 
good faith, they would simply be allowing the country 
to draw the conclusion that they were no longer in 
control, for the strikes we are speaking of are getting 
a little too numerous and important to be laughed at. 
In Chicago there is a particularly serious condition with 
the yardmen and switchmen in the entire Chicago 
switching district “out” to the extent that freight traffic 
is moved at all only with the aid of the “white collar” 
employes and then only in unsatisfactory and inade- 
quate fashion. The strike in Chicago is due to an “out- 
law” organization of men who do not wish to wait any 
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longer, led by a man whose instincts are Bolshevist, 
whatever his political theories may be. 

But one thing or the other is true. Either the labor 
authorities are countenancing the unauthorized strikes, 
while pretending to fight them, or the strikes are being 
organized and made more or less effective without the 
support or sympathy of the constituted leaders. ‘Then 
what is the conclusion? Manifestly that the railroad 
brotherhood leaders are either losing or in danger of 
losing control, or that they can no longer be dealt with 
with any sort of conclusiveness. In either case the re- 
sult would be railroad labor chaos. 

Perhaps now is as good a time as any to let the 
worst happen. It may have to happen. The carriers, as 
individuals, are not in position to grant wage demands 
since, if a carrier granted them without an award hayv- 
ing been made through the machinery provided for 
in the new transportation act, the Interstate Commerce 
Commission might not allow the increase as a proper 
operating expense in figuring the net return to which 
that road was entitled. On the other hand, there can 
be no award until the machinery provided for by the 
law is built and gets to work. The President has not 
even appointed the Labor Board provided for. Perhaps 
he might do something to allay discontent if he would 
appoint that board and set it to work. There ought 
to be no possibility afforded to the labor agitators of 
bolstering up their case by talk of delay on the part of 
the government. 


DELAY IN APPOINTMENTS 


We have said something elsewhere as to the de- 
lay of the President in appointing the Railroad Labor 
Board, provided for by the new transportation act. There 
is a still more obvious need for action in filling the three 
vacancies on the Interstate Commerce Commission. Ii 
there were no other reason for making the appointments 
at once, the great volume of work confronting the eight 
present members would be sufficient. Certainly every- 
thing possible ought to be done to help. The President 
would seem tobe ignorant that there is an Interstate 
Commerce Commission or, at least, that it has anything 
more to do than the ordinary kind of political appoint 
ees who warm chairs and litter the hotel lobbies in 
Washington. 

There is said to be reason for believing that the 
failure of the President to fill the vacancies on the Com- 
mission is embarrassing the present members in al- 
other way. Any decision taken by six of the eight com- 
missioners, it is obvious, may be put out by them with 
out danger of reversal in the near future, because six 
will constitute a majority, even after the membership 
of the Commission is completed. Any matter that cal 
now command the support of only five members ma) 
be promulgated as the view of the Commission onl) 
with the danger of reversal in a short time. The three 
prospective members might not stand as a unit wit! 
the three minority members in a matter decided by 4 
vote of five to three, but then, again, they might. 

The new law is of such character that sharp 4 


visions of opinion are probable. In more than one aspe‘! 
(Continued on page 650) 
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THE BROADER TRANSPORTATION VIEW 

The strike of New York harbor workers and the 
consequent tie-up in export and import shipping serves 
again to emphasize the necessity for enlargement of 
outlet from and inlet to this country for international 
commerce. There is hardly a time, for that matter, 
when some evil consequence of the smallness of the 
neck of the bottle cannot be pointed to. It is time the 
situation were remedied. When the object is merely 
to get a substance into or out of a container and not 
merely to pour it through a given orifice, if the orifice 
cannot be enlarged, the obvious thing to do is to increase 
the number of orifices. In this case equalization of ex- 
port rates to Atlantic and Gulf ports is a move in the 
ight direction and the action of the Railroad Admin- 
istration in this respect should not be revoked. It was 
one of the good things accomplished under government 
operation of the railroads. We say this, not in the in- 
terest of Southern or other ports or in the spirit of an- 
tagonism to New York interests, but in the interest of 
transportation conditions in the entire country. Selfish- 
ness should not be allowed to prevail when the general 
interest of the country is at stake, and selfishness gen- 
erally defeats its own best interests anyhow. It is an 
xtremely narrow-visioned person who wishes to keep 
everything for himself. One would think that the rail- 
toads, in their present congested and poorly equipped 
‘ondition, especially since they are on trial for their 
lives, as far as private control is concerned, would not 
only welcome but take the initiative in anything that 
Would serve to relieve the burden and conduce to the 
More facile flow of traffic. 

Another possible way of increasing the number of 
hecks of the bottle is the proposed route from the 
Great Lakes to the Atlantic Ocean by deepening the St. 
Lawrence River. We do not know whether this plan is 
leasible from an engineering point of view or whether, 
it is possible, it could be accomplished within a cost 
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such as to make it reasonable. We pass no opinion on 
those points. But if it is possible and practical from 
those points of view, it should by all means be made 
effective, that the vast volume of traffic from. the west 
may have direct access to foreign markets without pay- 
ing toll, both of money and delay, at the port of New 
York. We hope this matter can be decided without the 
influence of politics or selfishness, on the broad ground 
of practicability and public interest. The experience of 
government operation of the railroads under war con- 
ditions and necessity will have been for naught, as far 
as future benefits are concerned, if we have not learned 
how to subordinate selfishness and provincialism to the 
wider public good. Now is more than ever the time for 
the railroads to view things largely, and for private in- 
terests in this or that locality to take the same view of 
transportation questions. It is no time, for instance, 
for the railroads to put stumbling blocks in the way of 
inland water or motor truck transportation as means of 


increasing the instrumentalities of commerce. ‘They 
should welcome them. Neither is it a time for New 


York business men or politicians to object to plans that 
would facilitate traffic movement generally, though, per- 
haps for the moment, decreasing somewhat its local 
business. If its selfishness does wish to express itself— 
and it is perhaps human that it should—it should be 
recognized as selfishness and ignored. 


VALUATION FOR RATE-MAKING 

We are printing elsewhere a communication from 
Fred H. Wood, general attorney and commerce counsel 
of the Southern Pacific Company, tuking exception to 
the statement in our editorial of March 27 that it was 
the position of the carriers and the security owners at 
the Commission’s valuation hearing. that the Commis- 
sion should take the railroad property investment ac- 
count as the valuation of the roads for present rate- 
making purposes. We confess that we might have ap- 
plied our strictures more to what was said by repre- 
sentatives of the security owners than to what was 
said by those who spoke for the carriers, and yet we 
cannot withdraw entirely from our position that both 
demanded too great consideration for the property in- 
vestment account. That was the impression, we think, 
that anyone with our point of view would get from 
reading our report of the hearing—to the accuracy of 
which Mr. Wood takes no exception—and it was the 
impression obtained by others who attended the hear- 
ing. It is true that the remarks at the hearing of those 
who view the matter somewhat as we do and the sug- 
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gestion of Commissioner Aitchison that it would seem 
to be the desire that the language of the law be taken 
in a Pickwickian sense, were directed more to what was 
said by the representatives of the security owners 
than to the plea of the carriers, but the fact remains 
that, even as Mr. Thom put it at the hearing and as Mr. 
Wood put it then and puts it now in his communica- 
tion, the carriers would have the Commission take the 
property investment account and the material and sup- 
ply accounts as the “minimum conservative figures” 
now susceptible of use in arriving at a valuation. 

If the suggestion were that these accounts should 
be taken merely as a basis instead of as a “minimum” 
we should find ourselves in agreement with everything 
Mr. Wood says and that is said in the resolution pre- 
sented by Mr. Thom. But we do not agree that these 
accounts or anything else should be taken as a mini- 
mum. It may well be that the valuation, as found by 
the Commission, will be in excess of those accounts. 
We should say that, if the accounts in question are 
anywhere near accurate, the valuation found by the 
Commission should be much larger than they show, on 
account of the great increase in present day costs. We 
are simply arguing that the accounts in question should 
merely be taken as a basis, because they are the only 
complete working figures in existence, but that they 
should not be taken as a minimum or a maximum or 
anything else of the kind. They should be checked 
where it is possible to check them and, perhaps, ac- 
cepted at their face value where no immediate check is 
possible. Then they should be inflated or deflated ac- 
cording to whatever process is found to be legal and 
proper in fixing valuation after arriving at cost. 


RAILROAD LABOR CRISIS 

What is the conclusion to be drawn from the 
sporadic “unlawful” railroad strikes here and there over 
the country? Some believe that these strikes, unau- 
thorized by the constituted labor authorities, are winked 
at by the latter, who cannot afford to appear as coun- 
seling strike tactics, in view of their obligations under 
the law, but who, nevertheless, are restless themselves 
and who desire to allay the still greater restlessness of 
the men in the ranks who want more money and who 
do not want to wait for the machinery of the law to 
work. That theory is possibly correct but we do not 
believe the labor leaders are so shortsighted and foolish 
as thus to risk their standing. If they were, “on the 
quiet,” permitting and promoting strike tactics of the 
“illegal” kind, while striving to maintain, as a matter 
of record, the purity of their motives and their utmost 
good faith, they would simply be allowing the country 
to draw the conclusion that they were no longer in 
control, for the strikes we are speaking of are getting 
a little too numerous and important to be laughed at. 
In Chicago there is a particularly serious condition with 
the yardmen and switchmen in the entire Chicago 
switching district “out” to the extent that freight traffic 
is moved at all only with the aid of the “white collar” 
employes and then only in unsatisfactory and inade- 
quate fashion. The strike in Chicago is due to an “out- 
law” organization of men who do not wish to wait any 
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longer, led by a man whose instincts are Bolshevist, 
whatever his political theories may be. 

But one thing or the other is true. Either the labor 
authorities are countenancing the unauthorized strikes, 
while pretending to fight them, or the strikes are being 
organized and made more or less effective without the 
support or sympathy of the constituted leaders. Then 
what is the conclusion? Manifestly that the railroad 
brotherhood leaders are either losing or in danger of 
losing control, or that they can no longer be dealt with 
with any sort of conclusiveness. In either case the re- 
sult would be railroad labor chaos. 

Perhaps now is as good a time as any to let the 
worst happen. It may have to happen. The carriers, as 
individuals, are not in position to grant wage demands 
since, if a carrier granted them without an award hay- 
ing been made through the machinery provided for 
in the new transportation act, the Interstate Commerce 
Commission might not allow the increase as a proper 
operating expense in figuring the net return to which 
that road was entitled. On the other hand, there can 
be no award until the machinery provided for by the 
law is built and gets to work. The President has not 
even appointed the Labor Board provided for. Perhaps 
he might do something to allay discontent if he would 
appoint that board and set it to work. There ought 
to be no possibility afforded to the labor agitators of 
bolstering up their case by talk of delay on the part of 
the government. 


DELAY IN APPOINTMENTS 


We have said something elsewhere as to the de- 
lay of the President in appointing the Railroad Labor 
Board, provided for by the new transportation act. There 
is a still more obvious need for action in filling the three 
vacancies on the Interstate Commerce Commission. If 
there were no other reason for making the appointments 
at once, the great volume of work confronting the eight 
present members would be sufficient. Certainly every- 
thing possible ought to be done to help. The President 
would seem to be ignorant that there is an Interstate 
Commerce Commission or, at least, that it has anything 
more to do than the ordinary kind of political appoint- 
ees who warm chairs and litter the hotel lobbies im 
Washington. 

There is said to be reason for believing that the 
failure of the President to fill the vacancies on the Com- 
mission is embarrassing the present members in at- 
other way. Any decision taken by six of the eight com- 
missioners, it is obvious, may be put out by them with 
out danger of reversal in the near future, because six 
will constitute a majority, even after the membership 
of the Commission is completed. Any matter that cam 
now command the support of only five members ma) 
be promulgated as the view of the Commission onl) 
with the danger of reversal in a short time. The three 
prospective members might not stand as a unit with 
the three minority members in a matter decided by é 
vote of five to three, but then, again, they might. 

The new law is of such character that sharp 4 
visions of opinion are probable. In more than one aspect 

(Continued on page 650) 
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Current Topics 
in Washington 


American Merchant Marine Policy.—Admiral Benson, chair- 
man of the Shipping Board, is proceeding on the assumption that 
Congress will not change its mind and that, therefore, the end 
of the time when the government will be in the shipping busi- 
ness is in sight. That is why he has asked seventeen prom- 
inent business men to confer with him for two days beginning 
April 15 with a view to coming to a decision as to the best way 
to sell the three billion dollars’ worth of floating property now 
owned by the Board. There is not a shipman among the seven- 
teen. The omission means that the admiral is not asking those 
who may be interested as prospective buyers to take.any part in 
the making of plans for the selling campaign. If it were only a 
question of finding customers, the problem would be simple. It 
is much more than that. There is a political question involved. 
The United States, as a matter of protection for herself, must 
see to it that the ships are kept under the American flag, ready 
for commandeering by the American government if and when 
war again makes them of value beyond measurement by dollars. 
The British government is doing everything, as it has for the last 
four hundred years, to keep the British merchant and fighting 
marine the largest in the world. The United States is the only 
country that is in position to challenge that supremacy. The 
destruction of the German fleets, both fighting and merchant, has 
removed the other serious challenger. The American govern- 
ment, in a diplomatic sense, has never been able to cope with 
the British. Britons are bred for diplomacy and shipping. They 
make a great pretense of “muddling through,” but the United 
States, in the matter of ships, has always come out second best 
since the end of the wooden ship. The British have always 
rather encouraged the self-satisfied American idea that Ameri- 
cans will not follow the sea because they can make more money 
elsewhere. So long as Americans have that notion, keen ob- 
servers believe, it will be comparatively easy for the British to 
keep their supremacy. The fact that the British government, so 
long as it controls the shipping of the world, controls the com- 
mercial destinies of most other nations is not so keenly realized, 
even now. The submarine is the greatest menace the British 
merchant marine has ever faced. The aeroplane is the next. 
Both are American inventions. The hundreds of millions spent 
on aircraft work during the war by the American government 
were wasted. The American army has no aeroplane equipment 
worth mentioning while anyone is talking about fighting. The 
submarine, because of the use the Germans made of it, is not 
mentioned in civilized society, although all navies are going 
ahead with its construction. Nearly every man who opposed the 
idea of government control or ownership of railroads, knows 
these facts mentioned and has been wondering whether Admiral 
Benson’s seventeen salesmen will be able to devise a scheme 
whreby the government will let go of its ships and yet assure 
itself that they will be where they can be got at in time of neces- 
sity, and whether they can frame a scheme that will assure an 
enlargement of the American merchant marine so as to keep pace 
with the British. 








Effect of Efforts to Stabilize—George H. Cushing, managing 
director of the American Wholesale Coal Association, in an ad- 
dress to the members of the Albany (N. Y.) Chamber of Com- 
merce, April 7, called attention to what many other Americans 
have thought about—namely, the effect of governmental efforts 
to “stabilize” something. Cushing, who used to be a good news- 
paper reporter before he became a managing director of a coal 
association, directed the attention of the Albany business men 
to the fact that the people of the United States are spending a 
Million dollars a year to keep up a bureau of markets in the 
Department of Agriculture, the work of which is to gather in- 
formation and disseminate it, as it does over 15,000 miles of 
leased wires, so Cushing understood, to the end that the fruit 
and vegetable shippers in the South may not make a mistake and 
send fruits or vegetables to a market that is already overstocked. 
If the northern markets are fully stocked, the fruits and vege- 
tables can be kept at home. They will rot there and no one can 
be accused of destroying food to keep up the prices, as has been 
done when commission merchants had to dump vegetables into 
garbage reduction plants. Cushing says that “stabilizing” the 
Price of anything means putting the price on a higher level, 
hever a lower, else the machinery used in lowering the price 
Would soon be destroyed. He suggested that that was a fine 
Spectacle—the people of the United States paying $1,000,000 a 
year to their servants to hold up prices on them. These re- 
marks were called forth by the proposal to appoint a coal com- 
Missioner to assure the country that nobody was making more 
than a fair profit for mining or distributing coal. He said all such 
things start in a small way, with a few thousands a year to get 

em going, but that ultimately the appropriations are increased 
and the thing that was a joke when it had only a small appro- 
Priation becomes a thing of power. The Interstate Commerce 
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Commission he thought a fine illustration of a thing starting 
with small appropriations and practically no power, but now 
endowed with great power and large appropriations. He told 
the Albany men they had given the anthracite industry a monop- 
oly in the eastern cities by passing smoke nuisance ordinances. 
They desired to be clean and have clean buildings without hav- 
ing counted the cost. By implication, he asked them if they 
wanted to “stabilize” the price of bituminous coal by having 
Congress create a coal commission with power to establish prices. 
It would be a fine thing, he said, to establish markets for coal 
producers, even as it has been for the fruit and vegetable grow- 
ers—with the money of those who would have to pay the higher 
stabilized prices. That railroad rates are higher than they were 
while the railroads were in hot competition every well informed 
man knows, but there are those who will not admit that they 
are as high as they would now be if the law of unrestrained 
competition had been operating during the last three or four 
years. Coal is higher now, without regulation, than it was while 
the Fuel Administration was in charge. The Cushing thought, 
however, is that regulation by government results in higher 
prices than prevail when an industry is left uncontrolled. 





Government Running Behind.—The Railroad Administration 
is not the only thing in Washington running behind. The na- 
tional government, seventeen months after the end of hostilities, 
is running behind at the rate of $300,000,000 a year. A large 
part of the deficit, to the end of February, was caused by the 
Railroad Administration. Broadly speaking, however, the gov- 
ernment has not been able to get back on a peace basis. Thou- 
sands of employes are still on the payroll without any real good 
excuse for being there. The situatien, according to Frank Mon- 
dell, leader of the majority party in the House of Representa- 
tives, is such that it is necessary for the leaders to take the 
situation by the horns and simply refuse to appropriate money 
for unnecessary things. The interest charge alone presents an 
annual bill equal to the disbursements for all purposes before 
the war—namely, one billion dollars. This government, however, 
is affluent in comparison with European governments. If they 
were achieving a deficit of only $300,000,000 a year they would 
be happy. Mondell takes the position that there shall be no 
more bonds. The Secretary of the Treasury may change the 
mind of the leader, for, under the laws as they now stand, the 
head of the Treasury Department can put out bonds without con- 
sulting the House. There is this limitation, however, unless there 
is an appropriation, the money raised with bonds cannot be law- 
fully paid out. Money in the treasury pays no bills, hence the 
Mondell announcement is equivalent to a notice that, even if the 
Secretary should issue further evidences of indebtedness, his 
move will not do him any good. There is also a statute impos- 
ing a fine of $2,500 on any officer, who, by his act, creates a 
deficit. Presumably, however, if any man in the executive branch 
of the government created a deficiency, such, for instance, as 
creating a debt without an appropriation to cover it, the de- 
ficiency would have been created by the order of the President. 
Under a condition of that kind it would be hard for any con- 
gressman or the whole of Congress to do anything that would 
result in real punishment for such an official. The President 
could pardon him as soon as convicted. There is, however, no 
suggestion that the executive branch of the government is pro- 
posing to spend money without an order from Congress. The 
fact that a legislative branch of the government once succeeded 
in “getting” a king for attempting to do that thing is still men- 
tioned in the school books. On account of the coming of the 
presidential campaign it may be considered desirable by the 
executive branch of the government to cut down expenses so as 
to be able to make a show of economy. 


Government Telephone Control.—The cost of government 
control of the telephone companies, to the government itself, is 
not likely to be great. Postmaster-General Burleson, who has 
been criticised because his mail delivery is slow and because his 
men handling the railway mail could not always guess the vagar- 
ies of government-operated passenger trains, did not let the 
unions run away with the treasury of the United States. He 
was able to keep things going without opening the windows and 
throwing out government money in the general hope that some 
of it would hit some birds. He did not turn over the functions 
of his office to Samuel Gompers. Therefore, when the com- 
panies received back their properties the personnel was not 
utterly demoralized. The companies were able to resume work 
without legislation. Congress did not have to dip into the treas- 
ury for revolving funds of hundreds of millions. The big men 
in the wire companies give Burleson praise for the firmness with 
which he resisted efforts by Samuel Gompers and Secretary of 
Labor Wilson to turn the management of the properties over to 
the unions. Their appreciation of his efforts to prevent soviet 
control of the telephone companies, it is believed, accounts for 
the comparative smallness of claims by the telephone companies 
for damages. The American (Bell System) Telephone and Tele- 
graph companies have filed claims amounting to something less 
than $9,000,000. The 8,000 non-Bell or independent companies 
have filed claims totaling about $3,000,000. Such claims, in com- 
parison with those which are and will be made in behalf of the 
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railroad companies, will not look as important as small change. 
It is believed that if Burleson would now rid himself of the Hitch- 
cock misleading system of accounting, by means of which he 
pretends to show a surplus, he would attain a still higher rating 
among those who consider themselves “safe and sane.” 





Railroad Valuation Hopes.—Wall Street, it is believed, is going 
to be disappointed if the Commission does not allow railroad 
rates sufficient to bring in a net of six per cent on a property 
investment of practically twenty billions. Such a net would be 
$1,200,000,000. That would be $160,000,000 greater than the re- 
turn in the fiscal year ending June 306, 1916—the most prosperous 
of all years. The financial heart of the country seems determined 
to consider the investment of the railroads in round, easy-to-re- 
member figures, and twenty billions is easy to remember, and is 
only a little more than the property investment account in 1917, 
when the railroads were taken over. The assumption is that 
the investment has been increased much during the period of gov- 
ernment control. Director-General Hines, however, claims an ad- 
dition to investment in road and equipment, for the roads under 
federal control, after deducting what the government owned the 
railroads, of only $270,000,000. However, he was then making a 
statement to show how much more money Congress should give 
him to permit him to get out of the railroad business with a 
cleared statement of account. He claims to have spent, for road 
and equipment, $1,172,000,000. That, added to the property in- 
vestment account, would give substantially the $20,000,000,000 
on which Wall Street thinks the Commission should allow a re- 
turn of six per cent. Wall Street, according to one of its most 
respected newspapers, has heard that Commissioner Eastman 
has written a report on the Commission’s hearing begun on 
March 22, which would allow only four per cent on the twenty 
billions. There is no confirmation of the rumor that Eastman 
has written a report on the subject. In fact, it is not even ad- 
mitted that there is going to be a report that will show the 
amount on which the return is to be allowed. A. E. H. 


INTERMEDIATE RATE ASS’N CASE 


The Trafic World Washington Bureau 


That the Intermediate Rate Association case, technically 
known as No. 10826, Intermediate Rate Association vs. Aberdeen 
& Rockfish et al., is going to be hotly contested, may be inferred 
from the large number of interventions the Commission is per- 
mitting to be made. On April 3 it permitted 9 individual com- 
panies and associations to become parties to the record. They 
are: Rochester Chamber of Commerce, Albany Chamber of Com- 
merce, Eastern Tablet Company, American Papetiere Co., Bever- 
s,e[qnyog “dioD “SJ JoepreH “0D 1eq Aueq(y “oO Surmoig yom 
Pure Grape Juice Co., American Sea Green Slate Co., J. R. Wat- 
kins Co., Ravena Iron Co., C. S. Wooster & Son, C. W. Nash, In- 
dianapolis Chamber of Commerce, Freight Traffic Committee of 
the Chicago Piano Manufacturers’ Assoc., Syracuse Chamber of 
Commerce, the Mennen Co., the Boston Chamber of Commerce 
and the New England Traffic League. 

The plan for a revision of rates whereby the carriers 
would comply with the demand of the complainants in No. 
10826, Intermediate Rate Association vs. Aberdeen & Rockfish 
et al., was prepared at the suggestion of Henry Thurtell, then 
chief examiner for the Commission, who heard the testimony 
in the case. It has been filed as part of the record in the 
Intermediate Rate Association case. That case has been re- 
opened so as to give the eastern shippers a chance to be 
heard on the proposal made by the railroads, acting on the 
suggestion of Mr. Thurtell. 

Attention to the fact that the plan proposes a material 
Increase in rates from the east, without any or moderate in- 
creases from Mississippi and Misouri River territories, and 
that eastern shippers had not had a day in court, was first 
called by W. H. Chandler, of the Boston Chamber of Com- 
cerse. He published a copy of the plan submitted by the rail- 
road committee, and asked that the eastern shippers have a 
day in court. 

The committee, composed of J. B. Baird, H. H. Holcomb, 
H. C. Toll, S. H. Johnson and Fred Wild, Jr., said that in 
reaching the conclusions announced by it, it constantly had 
in mind the declaration made at the hearing by J. B. Camp- 
bell, attorney for the Intermediate Rate Association, that he 
did not care anything about the volume of the rate, so long as 
it was not unreasonable per se but was interested only in the 
relationship of the rates. Therefore the committee acted on 
the assumption that the best way to proceed would be to pre- 
pare reasonable rates from the eastern points of origin to a 
point, such, for instance, as Salt Lake, and then grade that 
rate to the Pacific coast groups, instead of beginning with the 
Pacific coast groups and grading to the intermediate country. 
In making an application of the principle that the graded 





class scales should begin in the east and be reasonable to a 
point like Salt Lake, the exhibit of the committee shows an 
increase in the first class rate from New York to the Pacific 
coast from 462.5 cents to 490; from 437 to 465 to Reno and 
Spokane, and from 425 to 440.5 to Salt Lake. 

From Pittsburgh to the Pacific coast the increase would 
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be from 450 to 465; to Reno and Spokane from 400 to 436; 
Salt Lake would remain at 406. 

From Cincinnati, the first class rate to the Pacific coast 
would be increased from 437.5 to 450; to Reno and Spokane from 
381.5 to 413, and Salt Lake would remain unchanged at 376.5. 

From Chicago to the coast there would be no increase above 
the present rate of 425; to Reno and Spokane the increase would 
be from 362.5 to 378; Salt Lake would remain unchanged at 351.5. 

From St. Louis the first class rate to the coast would go up 
from 405 to 412.5; to Reno from 350 to 357; to Spokane from 350 
to 365; Salt Lake would remain at 309. 

From Missouri River points the first class rate to the coast 
would be reduced from 375 to 365; to Reno and Spokane it would 
fall from 312.5 to 308 and to Salt Lake there would be no change 
from the present rate of 250. 

From Colorado common points to the coast the first class 
rate would fall from 325 to 315; to Reno there would be no 
change from the existing rate of 262.5; Spokane would fall 
from 300 to 290; Salt Lake would remain at 192.5. 

The spread at the east end of the scales would increase, New 
York to Pacific coast points over Chicago, from 37.5 to 65 cents; 
Pittsburgh from 25 to 40 cents; Cincinnati from 12.5 to 25 cents. 
The spread, Mississippi River under Chicago to the coast, would 
increase from 12.5 to 20 cents; Missouri River under Chicago 
from 50 to 60 cents, and Colorado to coast under Chicago from 
100 to 110. 

The spread at the west end, at Reno under the coast from 
New York, would remain at 25 cents; Reno under the coast from 
Pittsburgh would decrease from 50 to 29 cents; Reno under 
coast from Cincinnati, would decrease from 56 to 37 cents; 
Reno under coast from Chicago would decrease from 62.5 to 47 
cents; Reno under the coast from the Mississippi would decrease 
from 62.5 to 48 cents; Reno under coast from Missouri River 
would decrease from 62.5 to 57 cents. 

In reaching a conclusion as to the class rates to apply in 
settlement of the complaint of the Inter-mountain country, the 
committee took the scales approved or prescribed by the Com- 
mission in the different cases mentioned by it in its report as 
the foundation for its work. The rates to Utah common points, 
from Missouri River, Mississippi River, and from Chicago were 
approved in I. and S. No. 411, 32 I. C. C., 551. The class and 
commodity rates from Official Classification territory to Utah 
common points are and always have been made by combination 
on the Mississippi. The Commission, in a formal complaint by 
the Boston Chamber of Commerce, refused to disturb that basis. 
The committee, therefore, felt warranted in making the proposed 
rates on those bases. 

The number of interventions filed in the case is taken as 
indicating that it will be hard fought, the objections coming, 
however, largely from the East. The Pacific coast has been 
doing what it could to prevent increases, but the Commission’s 
decision holding that, there being no competition by water, there 
could be no reason for fourth section relief, made the opposition 
of the coast a losing fight. The contention of the East will prob- 
ably be that the new scales propose giving Chicago and Mis- 
sissippi and Missouri River shippers an undue advantage in the 
markets of the west by the increase in the spreads hereinbefore 
mentioned. 

No one is seriously figuring what effect the restoration of 
transportation through the Panama Canal will have on the sit- 
uation. The Luckenbach steamship lines announced, at the hear- 
ing on the application of the United States Steel Products Com- 
pany for permission to continue the operation of ships through 
the canal, that it had restored service through the canal. The 
announcement of that company, it is believed, means that the 
high freight rates now prevailing between the two American 
coasts soon will enable steamship companies to place vessels 
in the coast to coast trade at a profit to themselves. When the 
ships begin abandoning the trans-oceanic trade for the coast 
to coast, the possibility of the restoration of competition between 
the all-rail and the all-water and the water-and-rail routes 1S 
again created. 

When the water lines begin cutting the rail-and-water and 
all-rail rates, the Commission will probably be controlled with 
applications for fourth section relief. If and when the railroads 
ask for permission to meet the competition: of the boat lines at 
the Pacific coast destinations, the Commission will be compelled 
to place a construction on the words in the revised fourth sec: 
tion authorizing it to grant relief provided the rates on which 
the railroads are to do the hauling are “fairly compensatory. 
Years ago it decided to allow fourth section relief if the rates 
afforded some return. It acted on the theory that if the railroad 
line was not permitted to haul the freight at low rates, its rev 
enue would be kept low and it would have to keep up its rates 
at intermediate points to assure itself a fair return, because it 
would be shut out of the competitive business. Whether a rate 
yielding something more than out of pocket cost is “fairly com 
pensatory,” it is believed, will be one of the first questions the 
Commission will have to answer. 


While traffic conditions are so uncertain, The Daily 
Traffic World is a necessity to “big business.” 
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Decisions of Interstate Commerce Commission 


CHARGE FOR REFRIGERATION 


An order of dismissal has been made in No. 10020, Wisconsin 
and Michigan Fruit and Vegetable Jobbers’ Association vs. Ahna- 
pee & Western et al., opinion No. 6122, 57 I. C. C., 249-52. Com- 
missioner Eastman said that conditions had been so changed by 
Perishable Protective Tariff No. 1, I. C. C. 6, that there could 
not well be a decision in this case. He said a fair trial of the 
new tariff was desirable—hence the dismissal. 

The complainants attacked the charges for refrigerating 
fruits and vegetables from Chicago to the upper peninsula of 
Michigan, Duluth, St. Paul, Minneapolis and the northwestern 
section of Wisconsin. The complaint was broader than that, 
put the relief desired was confined to the points and territory 
mentioned. It was evoked by the change, on June 1, 1917, to 
the stated charge per car for refrigeration. Prior to that time 
the charges for refrigeration were $3 a ton for ice and 40 cents 
per 100 pounds for salt when the icing was done at Chicago or 
Corwith and 12.5 cents per 100 pounds for ice and 40 cents per 
100 pounds for salt when the icing was done at points other 
than Chicago or Corwith. The change from the old basis to the 
stated charge basis did not go into effect from Chicago until 
September 20, 1917. On February 1, 1918, the charges were 
somewhat reduced. 

Witnesses for the complainants testified that the change 
brought about a large increase in the cost of refrigerating fruits, 
most of which arrived at Chicago under refrigeration and re- 
quired little ice, according to the testimony of the complainants. 
Under the per car charges, according to the report; the cost be- 
came about $30 a car to southeastern Wisconsin; $35 to south- 
western and central Wisconsin; $40 to northern Wisconsin and 
Menominee, and $42.50 to the upper peninsula. 

In the protective tariff the carriers proposed to retain the 
stated charge per car basis, but the Commission advised the 
publication of a rule for application on “short-haul traffic, say, 
not exceeding 500 miles” under which the shipper had the op- 
tion of furnishing the ice and salt. The Director-General fol- 
lowed the advice, so the rule is in effect on the traffic in question. 

The Commission, in its advice to the Director-General in 
Perishable Freight Investigation (56 I. C. C. 449), said the stated 
charges on short-haul traffic would probably be in excess of the 
future cost of performing the service, hence its advice to put 
ina rule permitting the shipper to furnish the ice and salt on the 
short-haul traffic. The Commission, in that advice, said the re¢- 
ord was not sufficient to enable it to specify the amounts which 
would be reasonably related to the cost of the service. 

Commissioner Eastman said the evidence in this case indi- 
cated that re-icing in transit was not generally required on the 
bulk of shipments to the territory in question, the average haul 
to which, he said, would be about 275 miles, so the traffic came 
well within the limit of what the Commission considered short- 
haul traffic. Under that rule, Mr. Eastman said, the complain- 
ants will find it possible in many, if not most instances, to secure 
refrigeration service for materially less than the stated charges, 
under an arrangement similar to the one that prevailed prior to 
September 20, 1917, except for the additional charge covering ad- 
ditional factors of expense. 


IRON AND STEEL ARTICLES 


A definite percentage relationship in rates on iron and steel 
articles from Chicago, on the one hand, and Minnequa, Colo., 
on the other, to the competitive markets of consumption on the 
Pacific coast is to be established by the railroads on or before 
June 14. The rates from Minnequa are to be not more than _77 
ber cent of the rates from Chicago to the same points. The 
differential now is 18.5 cents. After June 14 it will be 26 cents. 
_ The order establishing this percentage relationship was 
Issued by the Commission in a report on No. 10723, Colorado 
Fuel & Iron Co. vs. Atchison, Topeka & Santa Fe et al., opinion 
No. 6123, 57 I. C. C. 253-8. The distance from Minnequa to the 
Pacific coast points is 66 per cent of the distance to them from 
Chicago. The rates, however, under a fixed differential of 18.5 
cents, from Minnequa to the Pacific coast points, are 83.55 per 
cent of the rates from Chicago. 

Commissioner Hall wrote the opinion. He called attention 
to the fact that for a lesser difference in distance there is a 
difference of 25 cents in the first class rates from New York and 
Chicago to the Pacific coast destinations in question; also that 
twenty-five years ago the Commission fixed the percentage re- 
lationship by saying the rates from Minnequa should not be 
more than 75 per cent of the rates from Chicago. In 1904 the 
differential was established at 15 cents. It so continued until 
June 25, 1918. Under the provisions of General Order No. 28 
it became 18.5 cents. 

The complaining steel company asserted that that differen- 








tial, owing to the change in the cost of materials and labor, 
was less favorable to it than the difference of 15 cents had been. 
Commissioner Hall, in commenting on that point, observed that 
the Commission, time and again, had said it could not require 
carriers to equalize natural advantages, such as location, cost 
of production, and the like. 

The carriers, in defending the difference of only 18.5 cents, 
said the rates from Chicago to the Pacific coast destinations were 
the same because the hauls are about the same. The rates from 
Minnequa to the coast destinations are the same, they said, be- 
cause of market and carrier competition. 

Kansas City and Omaha have the same rate as Minnequa 
to the Pacific coast destinations. Mr. Hall said the difference 
of 18.5 cents constituted a recognition of the difference in dis- 
tance between Chicago and Missouri River cities, but that Minne- 


The Delays Are Not Ours 


Literally hundreds of complaints have 
come to us within the last two weeks con- 
cerning late delivery of copies of THE 

TRAFFIC WORLD and THE TRAFFIC 
BULLETIN and we want our subscribers 
to know that the fault is not ours. 


We have been putting every copy of 
both papers into the Chicago post office at 
the same time on Saturday for the last 
dozen years and recent delays are due to 
in the 


abnormal operating conditions 
Chicago and other post offices, as is ex- 
plained in a letter from the Chicago post- 
master to THE TRAFFIC WORLD, 
printed elsewhere in this issue. 


_ The situation is one which we very 
much regret, but which we cannot help 
and we can only urge our subscribers to 
be as patient as possible until such time as 
Congress takes that action which will give 
proper postal facilities. 


THE TRAFFIC SERVICE CORPORATION 


qua received no recognition of its shorter distance from the 
coast. ; 
Carriers contended for a flat spread in the rates rather than 
the establishment of a percentage relationship. The Commission 
did not undertake to decide which would be the better but dis- 
posed of the question as to whether there had been recognition 
of Minnequa’s location by saying it had not done so and order- 
ing that the rates be related to each other by the method sug- 
gested by the complainant. The carriers made no alternative 
suggestion. It made that decision notwithstanding that it said 
distance is far from being the determinative criterion. 

The examiner who heard the case recommended that the 
rates from Minnequa be made 80 per cent of the rates from Chi- 
cago but the Commission disagreed with him. It thought the 
decision made twenty-five years ago might be modified also and 
still give the complainant the advantage of its location. 





DIGEST OF DECISION CORRECTED 
In the digest of the decision in No. 10567, New Jersey Zinc 
Company etal. vs. A. T. & S. F. et al., opinion No. 6113, 57 I.C.C. 
201-5, published in The Traffic World of March 27, page 551, a 
rule governing the return of acids left in tank cars, proposed by 
the complainants was published as being the rule in effect, in- 
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stead of the rule which the Commission, by dismissing the com- 
plaint, held to be not unreasonable. The rule that should have 
been published as the one held to be not unreasonable, is quoted 
in the report of the Commission as follows: 


If tank cars are not completely unloaded at destination and the 
remainder is returned in the same tank car to the original shipping 
point, the rating applicable on the same article in less than carload 
quantities in bulk in barrels shall apply, the charge not to exceed the 
charge for a carload of the same freight in tank cars; except that if 
the remaining substance is without commercial value, and there is no 
recovery, nor commercial consideration given to the substance by the 
shipper or consignee, the weight ciuereof need not be declared, and 
no charge shall be made therefor. * bg 


RATES TO HELENA, ARK. 


In The Traffic World of March 27, page 552, reference was 
made to an order issued by the Commission in No. 10032, Helena 
Traffic Bureau vs. A. T. & S. F. et al. It should have been 
stated that the order was an amendment of the order issued in 
the Commission’s report in No. 9492 and other cases. (Traffic 
World, March 13, p. 471.) 


The original order directed the carriers to establish on or 
before June 7, on traffic from St. Louis, Mo., and points taking 
same rate or rates made with relation thereto to Helena, Ark., 
class rates which shall not exceed the class rates contemporan- 
eously maintained from the same points to Memphis, Tenn., by 
more than the following amounts in cents per hundred pounds: 


CAOED cvccsnrciccvececse 1 2 3 4 5 & 3 © D E 
FEED cada reonsapenecede 10 8.5 7 6 5 4 3 4 3 2 


The amended order corrected the original order as follows: 


sd eesedeneeencaes 1 2 3 4 5 6 A 3B € D 
Sebbeh Saberesnaees 10 8.5 7 6 5 4 3 4 3 2 


It will be observed that the amended: order added sixth class 
and eliminated Class E. 

In The Traffic World of March 27 the Class D rate was 
quoted as 2.2 because of error in mimeograph copy of the order. 


REPORT ON COMPENSATION 


The Trafic World Washington Bureau 


The finding of the board of referees on the claim of the Ar- 
kansas & Louisiana Midland Railway Company, operating a short 
line railroad in the state of Arkansas, for just compensation 
for the six months ending June 30, 1918, it is believed, estab- 
lishes a precedent for those short lines which claim they were 
under federal control, but which the government denied it had 
taken over. The board, in its report to the President, April 5, 
found that the property of the petitioner had been under federal 
control for the six months ending June 30, 1918, and that it 
should receive compensation therefor in the sum of $19,394.53. 

The government denied that the road was taken under fed- 
eral control, although the report shows that “on June 29, the 
General Counsel (John Barton Payne) of the United States Rail- 
road Administration, acting for the Director-General of Rail- 
roads, by letter to applicant’s president, notified him that ‘pur- 
suant to the recommendation of the Regional Director the Ar- 
kansas and Louisiana Midland Railway is relinquished from fed- 
eral control.’ ”’ 

The referees found that the revenues that accrued from the 
operation of the road during the first six months of 1918 exceeded 
the operating expenses incurred, but that the applicant did not 
remit any funds to the Treasury of the United States or to any 
government agencies outside its own organization. By letter the 
company, the referees report, requested instructions from the 
Railroad Administration as to its accounts, but received no reply 
thereto. 

During the six months ended on June 30, 1918, the referees 
report, the officials engaged in operating the road “received, acted 
upon and complied with certain instructions issued by the 
Director-General of Railroads and particularly with orders in 
respect to‘the purchase of and the price paid for cross ties.” 

The applicant claimed just compensation as follows: An 
award in the form of rent; compensation for alleged failure of 
the government to repair adequately, renew and replace some of 
the railway properly during federal control and to restore the 
railroads to its owners at the end of federal control in sub- 
stantially as good repair and complete equipment as it was at the 
beginning of federal control; and interest on the amount of 
compensation awarded for the period it was alleged to have 
been withheld by the government. 

The applicant claimed a total investment on the railway 
property of $1,733,442.70; that if all except necessary and ten- 
antable repairs had been borne by the applicant during federal 
control the just compensation would be not less than 10 per cent 
per annum on that investment, or $86,672.14; that if the govern- 
ment had assumed the upkeep and maintenance of the property 
and had undertaken to return the property substantially as it was 
at the beginning of federal control the just compensation would 
be 6 per cent on the investment, or $52,003.28. The applicant 
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further said that if the board should reject the above claims and 
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should prefer to calculate the just compensation upon evidence 
of estimated prospective income to applicant, assuming that 
applicant instead of the government operated the ro@d, the just 


compensation payable annually would be $200,376.13, and in 
addition thereto a sum for the government’s failure to maintain 
the property adequately. 

The government contended that the applicant’s just com. 
pensation payable annually did not exceed its standard retum 
of $38,789.05, and probably should not be more than $15,000. 

The board found that fifty per cent of applicant’s annual 
railway operating income for the 19 months ended on June 30, 
1917, would be $19,394.53 and that the record conclusively estab. 
lished that applicant’s just compensation for the six months of 
federal control would not be in excess of that amount. 

The applicant’s request for reparation for the alleged fail. 
ure of the government to keep the property in repair and to 
return the equivalent of what it took was rejected by the 
referees on the theory that their jurisdiction was limited “‘to as. 
certaining the just compensation for the purpose of aiding the 
parties to reach an agreement upon a contract” and that they 
had no authority to find or report upon damages which may have 
resulted to the applicant because of the alleged failure of the 
government to keep up the property. 

The referees were Commissioner McChord, Chief Counsel 
Farrell and John J. Hickey of the Commission’s bureau of in- 


quiry. 


COMMISSION CRITICIZES TARIFF 


The Trafic World Washington Bureay 


The Commission, on April 3, took cognizance of the condi- 
tion of one of Cottrell’s tariffs and issued the following unusual 
order: 


On account of the unsatisfactory and indefensible condition of 
Carolina Eastern Lumber Tariff No. 1, J. J. Cottrell, agent’s I. C. ¢. 
No. 254, due to the utter disregard of certain provisions of the Com- 
sion’s tariff circular 18A governing the construction and _ filing of 
tariffs, and the admittedly careless and hasty manner in which tariff 
in question was prepared and constructed, and these conditions hay- 
ing caused the filing of numerous complaints by users of this tariff, 

It is ordered, That the Atlantic Coast Line R. R. Co., the Carolina, 
Clinchfield & Ohio Ry. Co., the Norfolk & Western Ry. Co., the 
Norfolk & Southern R. R. Co., the Seaboard Air Line Ry. Co. and the 
Southern Ry. Co., and other carriers for which Mr. J. J. Cottrell acts 
as attorney and agent in the issuance of said tariff, be, and they 
are hereby, directed to forthwith reissue it and file copies of the new 
tariff cancelling it with the Commission, and post at stations on or 
before ninety days from this date. 

It is further ordered, That such reissue of said tariff shall not 
contain any rates, rules or regulations which said agent is not duly 
authorized by powers of attorney, or by lawful concurrences, to pub- 
lish and file with the Commission. 

It is further ordered, That the new tariff reissuing J. J. Cottrell’s 
I. C. C. No. 254 shall not contain any changes in rates, rules or regu- 
lations which have not before its issue been lawfully established in 
that tariff or supplements thereto, and 

It is further ordered, That said reissued tariff shall bear on its 
title page the following notation: 

“Issued by Special Order of the Interstate Commerce Commission 
of March 31, 1920.” + 


ADMINISTRATION CASES POSTPONED 


The Trafic World Washington Bureau 


Inability of the Railroad Administration to procure the 
services of lawyers and traffic men to defend the complaints 
brought by shippers against the Director-General, caused the 
Commission, April 5, to postpone hearings on thirty-three cases 
to dates hereafter to be fixed. The cancellation notice in each 
of the cases contained the following statement as to the reason: 

“This hearing is canceled at the request of the United 
States Railroad Administration on the ground that it is not 
equipped with the necessary personnel to handle the cases as 
signed. It is thought that this will entail a delay of approxr 
mately two months.” 

The law division of the Railroad Administration went 10 
pieces before the end of federal control to such an extent that 
little was done during the last month of control. Lawyers who 
had been on the staff of the chief counsel returned to their old 
connections or established new ones, on the theory that they 
had better be going while the going was good. The traffic mel 
did likewise. In fact, the latter were called back by the rail 
road corporations, with urgent requests to come as quickly as 
possible. A good many left Washington before the end of fed 
eral control, retaining only a nominal connection with the offices 
which they had filled. 


REPARATION ORDERED 


An order of reparation requiring the carriers to pay 
$4,171.14, with interest, has been made in No. 4074, “In the Mat- 
ter of Alleged Unreasonable Rates and Practices in the Tran‘ 
portation of Wool, Hides and Pelts, from Western Points of 
Origin to Eastern Destinations,” No. 2634, Railroad Commissio2 
of Oregon vs. Oregon Railroad & Navigation Company et al., 
and No. 3939, National Wool Growers’ Association vs. Orego? 
Short Line et al. The money is to be paid to the National Wo0l 
Warehouse & Storage Company on or before June 17, 1929. 
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Tentative Reports of the Commission 


RATES ON FLAXSEED 


Examiner Henry C. Keene, in a tentative report on No. 
11046, Greater Des Moines Committee, Inc., vs. Chicago, Mil- 
waukee & St. Paul et al., recommends that the Commission hold 
that rates on flaxseed from Minneapolis, St. Paul and Duluth, 
Minn., to Des Moines, Iowa, are not unreasonable or unduly 
prejudicial, and that the complaint be dismissed. 

The complainant alleged that the rates attacked were un- 
just, unreasonable and prejudicial to Des Moines in comparison 
with rates on the same commodity from Minneapolis, St. Paul 
and Duluth to Chicago and points taking Chicago rates. Estab- 
lishment of rates to Des Moines from Duluth not higher than 
the rates contemporaneously maintained from that point to 
Chicago, and from Minneapolis and St. Paul rates 2% cents per 
hundred pounds less than the rates contemporaneously main- 
tained from those points to Chicago and points taking the 
same rates, was asked. 

The defendants asserted that the rates under attack were not 
unreasonable in themselves or unduly high in comparison with 
the rates from Duluth and Minneapolis to Chicago. The exam- 
iner says the rates from Minneapolis and St. Paul to Des Moines 
do not appear unduly high in comparison with rates on grain, 
wheat and flour. 

In “Rates for Transportation of Flaxseed” (25 I. C. C., 337), 
the examiner says, the Commission expressed the view that water 
competition was the principal reason for the low basis’ of rates 
on flaxseed from the Twin Cities and Duluth to Chicago. He 
concludes: “As long as the water routes of the Great Lakes re- 
main open, the possibility of competition by water will tend to 
depress the rail rates. If the effect of water competition on the 
rail rates could be eliminated, it would not follow that the rates 
from Duluth and Minneapolis to Des Moines should, ipso facto, 
be constructed on a basis of the rates to Chicago. In such a 
contingency, the volume of traffic involved and the presence of 
carrier competition would no doubt still depress the level of the 
Chicago rates.” 


RATES ON FRUIT 


In a tentative report on No. 10679, State of Idaho, on relation 
of the Public Utilities Commission of that state, vs. Oregon Short 
Line et al., Examiner Ulysses Butler has proposed a dismissal on 
the ground that the rates on green fruit in packages, and on 
apples in packages or in bulk, in carloads, from Idaho points to 
destinations east of the Missouri River had not been found to be 
unreasonable or unduly prejudicial. 

This complaint is one of several filed by the Public Utilities 
Commissions of Washington, Oregon and Idaho, attacking, among 
other things, the increased rate on apples resulting from the 
application of General Order No. 28. Shortly after the hearing 
on some of the complaints, the Railroad Administration, in Octo- 
ber, 1918, modified the increase, in so far as apples were con- 
cerned, so that the maximum rate from the states mentioned 
should not exceed $1.10 per 100 pounds, the 25 per cent increase 
to apply in all cases where the result would be less than the 
maximum of $1.10 as agreed upon. 

Although the complaint attacked the rate on green fruits, 
the testimony related almost wholly to apples. The complainant 
assumed that there was competition between eastern and west- 
ern apples, but the Commission pointed out that because of the 
superior quality, size and appearance of the western apples, 
they are marketed in the East without disadvantage, because 
eastern apples, as a rule, are sold in bulk, without grading or 
care in packing. The examiner said that the carriers had sus- 
tained the burden of proof and shown that the rates made by 
the Railroad Administration were neither unreasonable nor un- 
duly prejudicial. 


RATE ON DRIED COPRA 


A rate of $1.125 per hundred pounds on carload shipments 
of dried copra from Seattle and Tacoma, Wash., to Dallas, Tex., 
m July and August, 1918, was unreasonable to the extent that 
it exceeded a subsequently established rate of 85 cents and rep- 
aration should be awarded, Examiner Richard T. Eddy finds in 
a tentative report on No. 10941, the Texas Cotton Seed Crushers’ 
Association vs. Northern Pacific Railway Company et al. 

The examiner says the Railroad Administration is said to 
have made the reduction to encourage the importation of copra 
for the manufacture of vegetable oils, of which there was a real 
heed at the time, and to prevent the shutting down of some of 
_ mills engaged in crushing oil-bearing- materials. The de- 
endants contended that the reduction was voluntary and carried 
with it no admission that the prior rate was unreasonable or that 





reparation should be awarded on shipments moving prior to the 
date on which the 85-cent rate was made effective. 

Examiner Eddy says the record in the case is meager and 
that few helpful facts were presented by either side in the case. 
He calls attention to the fact that a similar issue is presented 
in No. 10602, Procter & Gamble Co. vs. A. T. & S. F. Ry. et al., 
now pending. 


ROAD A COMMON CARRIER 


An additional recommendation looking toward composing 
the complicated questions arising out of the Commission’s at- 
tempts to settle the industrial railroad problem has been made 
by Attorney-Examiner Charles F. Gerry, in a tentative report on 
No. 10752, Wharton Steel Co. vs. Central Railroad Company of 
New Jersey, et al. It is that the Commission hold the Wharton 
& Northern, owned by the complaining steel company, to be 
a common carrier of traffic for the proprietary industry; that 
the refusal of the trunk lines to maintain joint rates, including 
terminal and spotting services to and from the points of load- 
ing and unloading points at the steel company’s plant at Whar- 
ton, N. J., and to its ore yard near Wharton Junction, N. J., 
while at the same time maintaining such rates, including ter- 
minal and spotting services at competitive furnace points, was 
unduly prejudicial; that the failure of the defendants to allow 
the steel company compensation ‘for the expense of switching 
and spotting of cars at its plant subjected it to undue prejudice 
and disadvantage; and that reparation should be made on cer- 
tain of the traffic and denied on switching and spotting done 
by the steel company between January 1 and March 31, 1918. 

In the period between January 1 and March 31 the Wharton 
& Northern permitted the trunk lines to use its tracks with- 
out compensation to put cars in a position for switching and 
spotting by the steel company. The report says the industrial 
railroad gave up its legal right to exact compensation for the 
use of its tracks and that only as to operations on its rails 
after March 31, when it resumed its legal right, must the trunk 
lines make accounting. 

According to the report, the Wharton & Northern has not 
been treated by the trunk lines like some of the other short 
lines in that part of the country. Mr. Gerry proposes that the 
Commission say the railroad and steel company should not be 
accorded treatment differing from that accorded other short 
lines serving blast furnaces or other blast furnaces served di- 
rectly by trunk lines. In instances where the rates to the com- 
petitive furnaces are the same, Wharton is also granted the 
same rate. Where the furnaces are divided into smaller groups, 
Wharton is included in one of the groups, and whether the 
rates are grouped or graded, it is the usual practice of the 
trunk lines to spot the traffic or compensate the terminal lines 
for the service. The Lackawanna, in numerous instances, Gerry 
said, participated in joint rates which included compensation 
for the terminal service, but denied compensation to the Whar- 
ton & Northern and the steel company. 

Specifically the attorney-examiner recommended reparation 
on inbound shipments via the Central of New Jersey and Lack- 
awanna, and outbound via the Central to and from the steel com- 
pany’s plant during the periods from July 1, 1917, to January 1, 
1918, and from March 11, 1919, to July 1, 1919, and inbound 
to the ore yard near Wharton Junction, subsequently to June 
30, 1917, on which the steel company paid the charges of the 
Wharton & Northern in addition to the line-haul or junction 
point rates. The reparation should be for the difference. 


Another recommendation is that the Commission say that 
the steel company is entitled to a reasonable allowance for 
switching and spotting inbound shipments via the Central and 
Lackawanna and outbound via the Central to and from the 
plant at Wharton during the period from April 1, 1918, to 
March 10, 1919, but that that allowance should not cover 
switching and spotting on outbound shipments via the Lack- 
awanna between January 1, 1918, and March 31, 1918. That 
was the period in which the Wharton & Northern surrendered 
its legal right to perform transportation services over its own 
rails, by permitting the Lackawanna to move cars over them 
to a position where the power of the steel company could take 
them for spotting. The industry did not ask to have the cars 
spotted. ‘ 

The trunk lines made the point that the industry had never 
asked for the switching and spotting of cars, but Gerry answered 
that by saying that it could never have asked for such service 
so long as the Wharton & Northern cared to insist on its legal 
right to perform whatever transportation service might be car- 
ried on over its rails. 
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The trunk lines contended that the Wharton & Northern, 
which has more than twenty miles of track, and has a non- 
proprietary traffic more than forty per cent of the total, was 
a plant facility of the steel company, performing a plant serv- 
ice, not included in the line-haul rates. They contended that, 
notwithstanding the fact that the Commission, before the steel 
company acquired the railroad, had held it to be a common 
carrier. Gerry said it was the duty of the trunk lines to deliver 
and receive the carload freight at the usual loading and un- 
loading points, unless such service was so difficult or complex 
as to be regarded as an accessorial service, and that that duty 
attached whether such customary and reasonable delivery was 
made on an ordinary team track, switch track or plant track 
of an industry. 

Neither the Central nor Lackawanna, Gerry says, can reach 
the plant of the steel company, for unloading, without some part 
of the Wharton & Northern track. The Central cannot reach the 
points within the plant where the pig iron is loaded without 
using the rails of the Wharton & Northern. The distance tra- 
versed, Gerry said, in some instances would be very short, 
but the factor of distance would enter only into computations 
of compensation to be allowed. He said it was possible for the 
Lackawanna to reach the loading point of pig iron over the 
plant tracks, if such plant tracks had been in condition for use 
by the locomotives of the Lackawanna and, therefore, he said, 
in the absence of a refusal of the Lackawanna to perform the 
terminal service on outbound pig iron it did not appear that 
the complainant was entitled to demand compensation out. of 
the line-haul rate for switching pig iron, for the Lackawanna. 

Gerry said there was no evidence of a device to defeat 
the law. The steel company bought a railroad that the Com- 
mission had theretofore recognized as a common carrier. There 
have been no alterations or additions since the purchase in 
those parts of the line needed in the performance of switching 
and spotting at the plant. He said the fact that while the for- 
mer owners were in possession of the plant certain tracks were 
regarded as plant and not common carrier tracks, did not per- 
manently fix their status as plant tracks, if they are now used 
in the public service. s 

The examiner said that neither the steel company nor the 
Wharton & Northern ever waived any of its legal rights incident 
to the status of the latter as a common carrier, except from 
January 1, 1918, to April 1, 1918, when the railroad company 
said the trunk lines might use its rails for putting cars within 
reach of the plant locomotives. On the last mentioned day the 
Wharton & Northern gave specific notice that it would regard 
the coming of engines to its rails as a trespass and notified 
the trunk lines to keep off. 

There has been more or less trouble about the matter of 
switching for years in the eastern part of Pennsylvania and 
New Jersey. The iron plant involved in this complaint, accord- 
ing to the record, is about to be enlarged and converted into 
a steel-making plant, so that it will live up to its name, but 
the financiers have been holding back for a decision as to 
whether the Wharton & Northern lost its status as a common 
carrier when the Wharton Steel Company acquired it. If the 
Commission adopts the report, the intimation is carried in the 
record, the financiers will go ahead with their plans. 


RATES ON WIRE RODS 


Examiner Richard T. Eddy, in a tentative report on No. 
10902, E. H. Edwards vs. Atchison, Topeka & Santa Fe et al., 
proposes that the Commission find that rates on wire rods 
from points in transcontinental groups A, B, C, and D to South 
San Francisco, Calif., are not unreasonable but unduly prej- 
udicial to the extent that they exceed 90 per cent of the rates 
contemporaneously maintained by the defendants on manu- 
factured galvanized wire, wire netting, and wire rope from and 
to the same points. Reparation should be denied, the examiner 
says. 

Edwards complained of a rate of $1.25 per 100 pounds on 
wire rods over three-sixteenths of an inch in diameter, in car- 
loads of 80,000 pounds or more, from Harriet, N. Y., Woodlawn, 
Pa., and other points in transcontinental group B, to South San 
Francisco, where complainant is engaged in business of mau- 
facturing and selling wire, wire rope and wire netting. He asked 
reparation and the establishment of a rate of $1 for the future. 

The complainant contended that the rates on wire rods were 
not only unreasonable but that the maintenance of the present 
relationship between the rates on rods and articles manu- 
factured therefrom resulted in unjust discrimination and sub- 
jected rods to an undue prejudice and disadvantage. He asserted 
that under the present relationship eastern manufacturers were 
able to ship wire articles to Pacific coast points at the same rate 
he paid on his raw material and that to compete with these man- 
ufacturers he must shrink his profits to the extent of the out- 
bound freight rate from South San Francisco. 

In justification of the rates assailed, defendants explained 
that the all-rail rates from eastern points of production to Pa- 
cific coast points have, for many years, been depressed by 
water competition and that this was perhaps true to a greater 
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degree on iron and steel articles than on any other commodity, 

“The water carriers,” says the examiner, “made no dis- 
tinction in their rates on the various classes of iron and steel] 
articles, and in order to participate in the handling of this 
traffic the rail lines in many instances were obliged to disre. 
gard the question of differentials between articles and to make 
the same rates regardless of value. As the Commission from 
time to time gave the transcontinental rail lines relief from 
the provisions of the forth section, because of water competition, 
the rail rates fluctuated and rates were established on certain 
commodities, including iron and steel articles that were lower 
to the Pacific coast terminals than to intermediate points.” 

The examiner points out that prior to the decision in Trans. 
continental Rates, 46 I. C. C., 236, the rate on wire rods to South 
San Francisco from Group B points involved was 75 cents; that 
this was later increased to $1 and then to $1.25 under General 
Order No. 28. He says it may be fairly stated that no serious 
attempt had been made to prove that the rate charged was 
and is unreasonable. 


The defendants, however, the examiner says, are not war- 
ranted in charging at this time from eastern points as high a 
rate on wire rods as is contemporaneously applied on wire rope 
and wire screen. 


“Such a rate adjustment,” he says, “undoubtedly subjects 
wire rods to an undue prejudice and is unduly preferential of 
wire rope and wire screen, and this prejudice the Commission 
should by order require to be removed.” 


RATES ON CRUDE SULPHUR 


Examiner E. L. Gaddess. recommends dismissal of the com- 
plaint in No. 10760, E. I. Du Pont de Nemours & Company vs. 
Houston & Brazos Valley Railway Company et al., on a proposed 
finding that rates on crude sulphur from Bryanmound, Texas, 
to Powder, West Va., and Fairchance, Pa., were not unreasonable 
or unjustly discriminatory. The report elso embraces No. 10760 
(Sub. No. I.) Same vs. Same. 

The principal contention of the complaint was that the 
rates from Bryanmound should not exceed those from Sulphur 
Mines, La. The examiner follows the finding of the Commission 
in Du Pont de Nemours & Co. vs. H. & B. V. Ry. Co., 56 I. C. C. 
334, in which rates from Bryanmound to points in New Jersey 
which were differentially higher by 3 cents than the rates con- 
temporaneously in effect from Sulphur Mines were found to be 
not unreasonable or unduly prejudicial. The examiner says the 
contentions of the parties in that case were practically the same 
as in the instant case, and that no reasons appear therein to 
warrant a different finding. 


RATES ON ANGLES, PLATES, ETC. 


In a tentative report on No. 7636, Heider Manufacturing Co. 
vs. B. & O. et al., Examiner E. H. Waters has recommended a 
finding of unreasonableness in rates on steel, angles, plates, and 
bars from Johnstown, Pa., to Carroll, Ia., and an award of 
reasonableness. The unreasonableness consisted in joint rates 
higher than the combination of intermediates based on East 
Clinton and Marshalltown. 


RATES ON COPRA OIL 


Examiner Thomas M. Woodward has recommended, in a 
proposed report on No. 11065, Southern Oil Co. vs. Illinois Central 
et al., and the sub numbers from 1 to 181 thereunder, and No. 
11078, Same vs. Director-General, that the Commission hold that 
rates on corpra oil from Memphis to Milwaukee, Chicago and 
Elgin; and from Gretna, La., to Milwaukee, Chicago and other 
points; and from Greenville, Miss., to Memphis were not ul- 
reasonable, but unduly prejudicial because in excess of the con- 
temporaneous rates on cottonseed oil. As to the rates from 
Memphis to Kansas City, Kans., the examiner recommended 4 
holding that the rates that were in excess of fifth class were 
unreasonable to the extent of the excess and unduly prejudicial 
because higher than the rates on cottonseed oil. Reparation 18 
to be made down to the basis of the fifth-class rate. If adopted, 
this report will enable the carriers to raise the rates on cotton 
seed oil to fifth class or bring the copra oil rates down to the 
basis of the commodity rates on cottonseed oil. 


RATE ON TOBACCO 


Adoption of a tentative report by Examiner E. L. Gaddess 
on No. 10770, American Tobacco Co. et al. vs. Southern Pacific, 
will straighten out another of the multitude of kinks caused bY 
General Order No. 28 of June 25, 1918. Gaddess recommends 
a finding that a rate of $2.815 on numerous carload shipments 
of leaf or unmanufactured tobacco from Tacoma, Wash., al 
Vancouver, B. C., to New York, be held unreasonable because in 
excess of a rate of $2.315 applicable from California terminals 
to the same destination. : 

When the import rates were cancelled, a domestic commodity 
rate of $1.50 was in effect from California terminals, while from 
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north coast ports the class rate fifty cents higher was in effect. 
Cancellation of the import rates brought the rates on the im- 
ported tobacco up to $2.315 all-rail from California terminals 
to New York and to $2.065 rail-and-water. The north coast rates 
went up to $2.815. 

Gaddess recommends a holding that the rates from Cali- 
fornia terminals be held not unreasonable, but the rate from 
north coast points to be unreasonable to the extent that it ex- 
ceeded the lower rate from the California terminals and that 
reparation be made for the difference. 

The complainants asked for reparation down to the basis of 
the subsequently established import rate of $1.875 but Gaddess 
did not agree with them. 


RATES ON ROOFING SLATE 


Dismissal of the complaint is recommended by Examiner 
Royal McKenna in a tentative report on No. 10943, American Sea 
Green Slate Company et al. vs. Alabama & Vicksburg et al., on a 
proposed finding that rates on roofing slate from Granville and 
Middle Granville, N. Y., West Pawlet, Fair Haven. and Poultney, 
vt., to various interstate destinations are not and have not been 
unreasonable, unjustly discriminatory or unduly prejudicial. 

The rates under attack are objected to by complainants who 
are engaged in the business of quarrying and selling roofing slate 
and slate products, the aggregate value of the output of the dis- 
trict being about one million dollars per annum. The destina- 
tions involved are principally in Central Freight Association ter- 
ritory and beyond. 

Roofing slate in carloads is rated sixth class in Official Class- 
ification territory, minimum 40,000 pounds, but commodity rates 
generally apply from the production points in question. The com- 
plainants contend that the commodity rates are too high in com- 
parison with the class rates, and that the commodity rates should 
at least be brought to the same relative percentage of the class 
rates which the commodity rates on competing articles sustain to 
the corresponding class rates. 

The examiner says the evidence submitted is insufficient to 
support the contentions of the complainants and that the com- 
plaint should be dismissed. 


RATE ON SULPHURIC ACID 


The complaint should be dismissed in No. 10893, E. I. Dupont 
de Nemours & Co. vs. Philadelphia, Baltimore & Washington 
Railway Company et al., Examiner Thomas M. Woodward says in 
his tentative report in that case, on the ground that the ap- 
plicable rate on sulphuric acid, in tank carloads, from Elkton, 
Md., to Hopewell, Va., was not unreasonable. 

The complainant attacked rates of 29.5 cents and of 30 cents 
applied to the shipments on the ground that they exceeded the 
contemporaneously applicable commodity rate of 21 cents on 
liquid caustic soda between the same points. The examiner 
found that the rate applicable to all the shipments was 30.5 cents, 
made up of a fifth class rate of 9 cents from Elkton to Wilming- 
ton and a commodity rate of 21.5 cents from the latter point to 
Hopewell, and that therefore the shipments were undercharged. 

It was the complainant’s contention that since both sul- 
phuric acid and liquid caustic soda are rated alike in Official and 
Southern classifications and the sulphuric acid weighs more per 
gallon than the caustic, the carriers are not warranted in charg- 
ing a higher rate on the former than on the latter. The de- 
fendants contended that the shipments in question were sporadic 
and should properly move under class rates; that commodity 
rates are established only where the volume of movement of a 
commodity warrants a rate lower than would regularly apply 
under the classification. 

The examiner recommends that the Commission find that 
the applicable rate of 30.5 was not unreasonable as a maximum 
rate for the service rendered. 


RATES ON CEMENT 


: Chief Examiner Wilbur La Roe, Jr., in a tentative report on 
No. 10803, Western Lime & Cement Company vs. Chicago, Bur- 
lington & Quincy et al., has recommended that the Commission 
hold that it is without jurisdiction on this record to prescribe 
Tates on intrastate traffic for the future: that the basis pre- 
scribed in Western Cement Rates, 48 I. C. C., 201, and 521. C. C, 
225, would have been reasonable and non-preferential during 
the period of federal control. 

_ The complaint alleged that rates on Portland cement from 
Milwaukee to destinations within Wisconsin were unreasonable, 
unduly preferential and unjustly discriminatory as compared with 
the rates prescribed by the Commission in the Western Cement 
cases, before mentioned. 

In describing conditions in Wisconsin, Mr. La Roe said that 
the present rates from Milwaukee to intrastate destinations are 
upon arbitrary bases embracing more or less extensive groupings 
a to points of destination. He said the allegation of unreason- 
ableness was predicated on the rates prescribed by the Commis- 
Sion in its general cement-rate investigation, because the rates in 
Wisconsin prescribed by the Railroad Administration were not 


THE TRAFFIC WORED ) 643 


so favorable to the complainants as the rates established by the 
Commission for interstate application in the West. 

La Roe said that in the absence of a showing that the rates 
in Wisconsin are unjustly discriminatory or unduly burdensome 
to interstate commerce the Commission is without jurisdiction 
to prescribe for the future a reasonable basis of rates on ceme:x.. 
for application in Wisconsin. 


RATES ON SOYA BEAN OIL 


Rates charged on soya bean oil in tank-car loads from Los 
Angeles, Calif., to Ivorydale, O., Chicago, Ill., and New Orleans, 
La., were unreasonable to the extent that they exceeded a rate 
of 90 cents, Examiner F. C. Hillyer finds in a tentative report 
on No. 11007, Globe Oil Mills vs. Southern Pacific Company et al. 
The report also embraces No. 11007, Sub.-No. 1, Same vs. A., 
T. & S. F. et al. 

The shipments moved in the fall of 1917 and in the spring 
of 1918, and charges were collected at the applicable fifth 
class rates of $1.80 to Ivorydale, $1.75 to Chicago, and $1.68 
to New Orleans. There were contempordneously in effect com- 
modity rates on crude cocoanut oil of 58 cents to Ivorydale 
and 55 cents to Chicago and New Orleans; on palm kernel oil 
of 75 cents to the three points and import rates of 55 cents 
from Pacific coast ports to the same points on soya.bean, cocoa- 
nut, cottonseed, palm ‘kernel and other oils. 

Upon the date of the hearing there were domestic com- 
modity rates of $1.125 and import rates of 90 cents on all of 
the oils named to the same points, the examiner says. Between 
the period of movement and the present time a number of 
changes in the domestic and import rates occurred, some of 
which resulted from the increases authorized by General Order 
No. 28. The examiner refers to Procter & Gamble Co. vs. Di- 
rector-General, 57 I. C. C. 42, decided February 12, 1920, in 
which the Commission found that the reasonable rate on soya 
bean oil moving in August and September, 1917, from Los 
Angeles to Ivorydale was 90 cents and that “the rate on soya 
bean oil should not exceed the rate on kindred vegetable oils 
shipped in the same manner between these points.” 


RATE ON SOLIDIFIED SOYA BEAN OIL 


Recommendation that the Commission find that the legally 
applicable rate on two carloads of solidified soya bean oil from 
Seattle, Wash., to Babbitt, N. J., in June, 1918, was $1.125 per 
hundred pounds, an import commodity rate, and that the charges 
collected based on a fifth class rate of $2.375, minimum weight 
30,000 pounds, were unlawful to the extent that they exceeded 
those which would have accrued at the rate found applicable, is 
made by Examine? Thomas M. Woodward in a tentative report 
on No. 11069, F. W. Frost & Co., Inc., vs. Great Northern Rail- 
way Company et al. It is recommended that the overcharges 
be refunded and that the complaint be dismissed. 

The complainant contended that the rate applied on the 
shipments, which were imported from Japan, was unreasonable 
and unduly prejudicial to the extent that it exceeded a subse- 
quently established import rate of 90 cents, and that the ap- 
plicable rate of $1.125 at the time the shipments moved was 
unreasonable to the extent that it exceeded a subsequently 
established rate of 90 cents. 

The defendants contended that the commodity rate was in- 
tended to apply only to soya bean oil in its liquid state, but the 
examiner holds that the article shipped came within the de- 
scription in the tariff and that the shipper was entitled to the 
commodity rate. 

The complainant based its request for the application of a 
90-cent rate only on the fact that in the past it has been cus- 
tomary for import rates to be a scale lower than domestic rates. 
The defendant stated that import rates were usually lower than 
domestic rates, because compelled by competition existing 
through Atlantic ports via the Panama Canal or Europe; that 
at the time shipments in this case moved war conditions were 
such that this competition was practically eliminated and im- 
port rates were put on the same basis as domestic commodity 
rates; and that when the import rate was restored to a lower 
basis than the domestic commodity rate it was compelled by 
a resumption of competition, the rate itself being subnormal. 


RATE ON WOOD PULP 


An award of reparation should be made in No. 10928, Atlantic 
Paper & Pulp Corporation vs. the New Orleans Great Northern 
Railroad Company et al., according to a tentative report in that 
case by Examiner John T. Money, who recommends that the 
Commission find unreasonable the rate charged on wood pulp 
from Port Wentworth, Ga., to Bogalusa, La. 


A joint sixth class rate of 54 cents was charged by the 
defendants on 88 carloads of wood pulp shipped during the period 
February 1, 1918, to May 21, 1918, inclusive. When the ship- 
ments moved the defendants maintained over the routes of 
movement a rate of 221%4 cents on lumber from Port Wentworth 
and Savannah to Bogalusa and the complainant contended that 








644 THE TRAFFIC WORLD 






the rate on wood pulp should not have exceeded the rate on 
lumber. 

On May 11, 1918, the defendants, except the Alabama & 
Vicksburg and the Louisville & Nashville, published, to become 
effective June 25, 1918, a joint commodity rate of 31% cents 
on wood pulp from Port Wentworth to Bogalusa. On the date 
this rate was to become effective it was increased to 3914 cents 
under General Order No. 28, and that rate is now in effect. 

The examiner finds that the rate charged was unreasonable 
to the extent that it exceeded the rate of 31% cents and that 
no order for the future should be entered, as the rate upon the 
basis found reasonable has been in effect for more than one 
year. 


RATE ON SULPHURIC ACID 


Examiner Thomas M. Woodward, in a tentative report on 
No. 11070, E. I. Du Pont de Nemours & Co. vs. West Jersey & 
Seashore Railroad Company et al., proposes that the Commis- 
sion find not unreasonable rates on sulphuric acid from Pauls- 
boro, N. J., to Rockford, Del., and that the complaint be dis- 
missed, 

The shipments were consigned to Joseph Bancroft & Sons 
Company and moved by a customary route over the Pennsyl- 
vania to Belmont, Pa., thence over the Philadelphia & Reading 
to destination, a distance of 162 miles. They moved between 
December 13, 1917, and February 24, 1919. Prior to April 11, 
1918, a combination rate of 11.6 cents was assessed; then a 
rate of 13 cents became effective, and after June 25, 1918, the 
rate was 16.5 cents. 

The complainant contended that the defendants should have 
published joint through rates from Paulsboro to Rockford for 
Philadelphia & Reading delivery which should not have ex- 
ceeded those to Wilmington and Rockford for Pennsylvania 
Railroad delivery. The examiner says that had the shipments 
moved to Wilmington via the Pennsylvania and thence by local 
movement over the Reading to the plant of the consignee, the 
distance traveled would have been about 73.5 miles, and that 
while it cannot be said that the rates charged were excessive 
for the service rendered, that the circuitous haul involved a 
waste of transportation. 


MACHINERY MIXTURES 


Charges on a mixed carload of rivet-heating furnaces, ma- 
chinery and other articles, from Philadelphia, Pa., to Portland, 
Ore., were not unreasonable and the complaint should be dis- 
missed, Examiner Royal McKenna says in a tentative report 
on No. 10969, Transcontinental Freight Company vs. Philadel- 
phia & Reading Railway Company et al. 

The complainant contended that the furnaces were used in 
connection with structural steel and iron, bridge and shipbuild- 
ing work and that they should have been classified as “‘machin- 
ery and machines” instead of “furnaces, not otherwise indexed 
by name.” The examiner says the furnaces were properly 
rated and that the charges assessed on them and the entire 
shipment were not unreasonable. 





In a supplemental report on No. 7114, Frank Hagenburg vs. 
Belt Railroad Company of Chicago, et al., Examiner Ulysses 
Butler proposes that the Commission find that Frank Hagen- 
burg; Abe Hirsch, trading at Albert Lea Hide & Fur Company; 
Charles Friend & Co., a corporation; Bolles & Rogers, and 
John Miller, trading as John Miller & Co., are entitled to repara- 
tion. 

In the original report (53 I. C. C., 717), the Commission 
found that the rates and mixed carload charges on green salted 
hides and articles grouped therewith from certain western points 
of origin to Chicago and from and to other points were un- 
reasonable and that certain of the complainants were entitled 
to reparation. There was no proof that the other complainants 
paid and bore charges at the rates found unreasonable and 
the case was reopened on the question of reparation. The re- 
port also embraces six sub numbers. 





RATES ON OILS 


On a proposed finding that rates for the transportation of 
crude, fuel, and gas oils from Chrichton and Shreveport, La., 
to Louisville, Ky., are not unreasonable, unjustly discriminatcry 
or unduly prejudicial, Attorney-Examiner William A. Disque rec- 
ommends dismissal of the complaint in a tentative report on 
No. 11088, Standard Oil Company of Kentucky vs. Illinois Cen- 
tral Railroad Company, et al. The report also embraces No. 
11088, Sub. No. 1, Same vs. Alabama & Vicksburg, et al. 

The complainant’s contention is that crude oils should have 
a lower rate than that applied to refined petroleum, the pres- 
ent rate on petroleum and its products from Crichton and 
Shreveport to Louisville being 28.5 cents per hundred pounds. 
As applied to refined petroleum the complainant does not re- 
gard the rate.as unreasonable, the examiner says. 
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The complainant referred to the various cases in which 
the Commission has established lower rates on crude than re. 
fined oils in western territory, the examiner says, and showed 
that rates on crude oils range from 28 to 88 per cent of the 
rates on refined oils. 

“There is much data to the effect that the rates assailed 
were abnormally low,” says the examiner. “Oil rates from the 
west and southwest to points east of Chicago and the Missis- 
sippi River are almost universally made on the basis of the Mis- 
sissippi River combinations. The 28.5 cent rate to Louisville js 
apparently the only exception to the rule. The rate would be 
35.5 had not the usual basis been departed from. Since the rate 
from Crichton and Shreveport to Louisville is less than the com- 
bination on the Mississippi River, it is relatively lower than 
apparently any other rates from producing points west of the 
Mississippi River to consuming points east of the river. That 
it is considerably below the usual level is abundantly shown by 
various rate comparisons filed of record by defendants, which 
need not be set forth in detail here. * * * 

“The defendants assert that rates on crude oils lower than 
on refined oils generally owe their origin to the fact that the 
crude oil rates were depressed by pipe line competition and 
peculiar commercial and industrial conditions, rather than to 
any substantial difference in transportation conditions as be- 
tween the two kinds of oils. 

“The present rate of 28.5 cents is closely related to the rate 
of 26.5 cents from the same points of origin to East St. Louis, 
Ill., which was found not unreasonable in Consolidated Oil 
Refining Co. vs. K. C. S. Ry. Co., 53 I. C. C., 96. In that case 
as in this the complainant sought a differentation in rate as 
between crude and refined oils, but was not sustained. Even 
assuming that there should be a different rate on crude than 
on refined oils, there is here no warrant for holding that 
the difference should be expressed by a reduction in the rate 
on crude. The record is convincing that the rates here assailed 
were and are reasonable and not unjustly discriminatory or 
unduly prejudicial.” 


RATES ON IRON PIPE 


Rates of 84 cents and 81 cents applied on shipments of 
second-hand wrought iron pipe from Tank City Siding, Okla., 
to De Queen, Ark., were not legally applicable and a refund 
should be made in an amount equal to the difference between 
those rates and a rate of 33% cents, Examiner K. K. Gartner 
says in a tentative report on No. 11027, The Prairie Pipe Line 
Company vs. St. Louis-San Francisco Railway Company, et al. 
Dismissal of the complaint is recommended. 

Seven carload shipments were involved, six being turned 
over to the Kansas City Southern, the delivering line, at Poteau, 
Ark., on which a rate of 84 cents was assessed, and one was 
turned over to that carrier at Fort Smith, Ark., on which a rate 
of 81 cents was assessed. 

The rate of 33% cents claimed by complainant, the ex- 
aminer says, is the rate contemporaneously applicable from 
Kansas City territory, which is defined as a group bounded by 
Kansas City, St. Joseph, Boonville, Clinton, Springfield, and 
Seligman, Mo., Coffeyville, Arkansas City, Kiola, Ellsworth, 
Topeka, and Horton, Kans. The examiner holds that Tank City 
is entitled to the rate of 3314 cents as Item 20 of Southwestern 
Lines territorial directory provides for the application from 
points not indexed of ihe rate from the next more distant sta- 
tion on the same line which is indexed. 

Tank City Siding is located on the Frisco line and at the 
time the shipments moved it was a non-agency point and the bill- 
ing for the shipments originating there was issued at Terlton, 
Okla. The rates from Terlton were applicable on shipments 
originating at Tank City, the examiner says. Arkansas City is 
the next more distant point to Terlton on the Frisco which is 
indexed, he says, and Arkansas City via the Frisco takes the 
Kansas City territory rate of 38% cents to De Queen. 

A total overcharge of $2,868.58 resulted from the application 
of the 84 and 81 cent-rates, the examiner finds. 


RATES TO SPARTANBURG 


In a tentative report, after re-hearing on No. 6030, Spartan- 
burg (S. C.) Chamber of Commerce vs. Southern Railway et al. 
Examiner G. H. Mattingly recommended a re-affirmation of the 
original decision made in 34 I. C. C., 484. The decision in the 
case was that rates from Ohio and Mississippi River crossings 
and points in central freight association territory to Spartan- 
burg, on traffic moving through the Ohio River crossings and 
Asheville, N. C., were unduly prejudicial in so far as they ex 
ceeded the rates to Charlotte, N. C. 

According to the examiner's report the carriers obtained 
a rehearing apparently with a view to presenting evidence that 
the equalization of the two points should be accomplished by 
a raising of the rates to Charlotte and not by a reduction of the 
Spartanburg rates. They testified at length to show that the 
rates to both places were low and that the adjustment to Char- 
lotte could not be controlled by the southern lines because the 
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rates to that city are made on the Virginia Cities combination, 
over which the southern lines said they have no control. 

Examiner Mattingly said the southern lines desired an ex- 
pression from the Commission on their proposition that the rates 
to both points are two low. Mattingly, however, refrained from 
any suggestions on that point. He went, however, in what may 
pe inferred is the opposite direction, by saying that the weak 
link in the argument of the southern lines is the fact that, while 
they do not control the rates to the Virginia Cities, they do con- 
trol the proportionals south of them, that they assumed that the 
adjustment to the Charlotte group and to the Spartanburg group 
should be maintained no matter at what cost. Spartanburg is 
76 miles farther from the Virginia Cities than Charlotte. The 
rates to the latter place are made on a scale beginning with 
71.5 cents first class, while the rates to the South Carolina point 
are made on a scale beginning with 91.5 cents. 

On the original finding, which was never made effective, the 
Commission having indefinitely postponed the effective date in 
1915, when it granted a re-hearing in this case, the Spartanburg 
rate, on traffic moving via the Ohio and Mississippi River cross- 
ings, would not be higher than the rate to Charlotte, via the 
direct lines. Such a finding, if put into effect, would either 
force the Charlotte rate up to 91.5 cents or the Spartanburg rate 
down to 71.5 cents. In the event the Charlotte rate were put 
up, the southern lines would probably have to defend it in a 
formal proceeding, if the Commission did not suspend the rate 
on the protest of the Charlotte interests. 

The examiner said the placing of Charlotte and Spartan- 
burg in the same group on traffic via Virginia Cities was not so 
insurmountable a difficulty as suggested by the carriers. He 
proposes that the Commission say: “It is not intended at this 
time to require or approve the equalization of rates to Charlotte 
and Spartanburg from central freight association territory by 
way of the Virginia Cities; that matter is merely referred to 
for the purpose of indicating that the difficulties in connection 
with the Virginia Cities adjustment which would confront the 
defendants in equalizing rates to Charlotte and Spartanburg, 
thus according to Spartanburg the benefit of its location the 
short lines from the west to which the Commission in the origi- 
nal decision found it was entitled, are not shown upon this 


. record to be so insurmountable or to afford such a complete 


justification for the relationship between the rates to Charlotte 
and Spartanburg from the west as the defendants contend.” 

The examiner said that, in view of the fact that the Char- 
lotte interests had not been heard, it would not be proper to 
express an opinion as to the propriety of the suggestion that the 
carriers should dispose of the matter by raising the rates to 
Charlotte to the level of the Spartanburg rates. 


RATE ON GYPSUM BLOCKS 


Examiner K. K. Gartner recommends dismissal of the com- 
plaint in a tentative report in No. 11080, Acme Cement Plaster 
Company vs. Pere Marquette Railway Company et al., in which 
the complainant seeks reparation on two carload shipments of 
gypsum hollow building blocks from Grand Rapids, Mich., to 
Asylum, Tenn. ‘The effect of the proposed finding is that the 
defendants are not justified in charging a higher rate on gyp-- 
sum blocks than on clay blocks. 

Charges on the shipments were prepaid by the complainant 
on the basis of a 25-cent rate which complainant thought con- 
sisted of 14 cents to Jeffersonville, Ind., 8 cents to Nashville, and 
3 cents to Asylum, Tenn. The consignee was required to pay 
further charges to the extent of 4 cents per hundred pounds 
which were borne by the complainant, making the total rate col- 
lected 29 cents. Complainant seeks reparation on the basis of 
the 25-cent rate. 

“The complainant,’ says the examiner, “assumed that the 
rate was made up of three factors and because plaster under 
the Director-General’s Order No. 28 bore a stated increase of 2 
cents, it construed the additional charges as an assessment to 
cover the 2-cent increase on each of the two factors south of the 
Ohio River. The 14-cent factor assessed for the transportation to 
the river included one such increase. The complainant, relying on 
tariff authority, which provides that where through charges are 
made by combination, the Director-General’s increase shall 
only be applied to one factor of the combination, contends that 
it has been illegally overcharged 4 cents per hundred pounds.” 

The defendants showed that the rate charged was not con- 
structed as described, but was based on a 14-cent factor to the 
Tiver, and a commodity rate of 15 cents from the river to Asylum, 
which was assessed on the shipments as described in the bills of 
lading, from which description it was: thought that the com- 
modity shipped was “hollow fire proof tile, earthern.” The blocks 
were made of gypsum. 

_ The examiner says the rate legally applicable from the 
Tlver on gypsum hollow blocks is the class A rate of 26% cents, 
making a total rate of 40% cents, with a resulting undercharge 
on the shipments of 11%4 cents per hundred pounds. In Acme 
Cement Plaster Company vs. A. C. & Y. R. R. Co. (53 I. C. C., 46), 
the examiner says, the Commission. after a full consideration 
of the respective transportation characteristics of the two 
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articles, found that there was no warrant for applying higher 
rates on gypsum blocks in the territory therein involved than 
were contemporaneously applicable on clay blocks. Following 
that decision and on this record, he says, the Commission should 
find that the carriers have failed to justify charging a rate on 
gypsum hollow building blocks from Jeffersonville to Asylum 
higher than the 15-cent rate contemporaneously applicable on 
hollow building tile, earthern. 

Both the 15-cent rate south of the river and the 14-cent 
rate north of the river include the increase under General Order 
No. 28, the examiner says, and these increases are not governed 
by the tariff relied on by the complainant because that tariff has 
reference only to the commodities specified there which do not 
include hollow building tile either earthern or gypsum. 

“The complainant does not attack the reasonableness per se 
of the factors composing the rate assessed, and in view of com- 
plainant’s position herein it is unnecessary to determine the pro- 
priety of the inclusion of the increase in each of the two factors 
of the rate assessed,” the examiner concludes. “The Commission 
should accordingly dismiss the complaint, ordering the under- 
charge to be waived.” 


RATES ON LUMBER 


Rates charged for the transportation of lumber in carloads 
from Hopkins, Fla., to Baltimore, Md., Utica, N. Y., and other 
points, in the period from June 25, 1918, to February 14, 1919, 
both inclusive, were unreasonable to the extent that they ex- 
ceeded combination rates to and from Jacksonville, Fla., in 
effect June 24, 1918, plus the maximum increase in lumber rates 
authorized in General Order No. 28, and reparation should be 
awarded, Examiner J. Edgar Smith finds in a tentative report 
on No. 11132, Union Cypress Company vs. Florida East Coast 
Railway Company. 

The complainant charged that the rates applied were unjust, 
unreasonable, unduly prejudicial and illegal in that both factors 
of the combination rates charged were increased under General 
Order No. 28. 

“Hopkins is served by the Florida East Coast Railway,” 
says Examiner Smith. “No joint rates were published from 
Hopkins to points north of Jacksonville, Fla., and charges were 
collected on the Jacksonville combination. The rate applicable 
on lumber from Hopkins to Jacksonville, in effect June 24, 1918, 
was $20 per car of 24,000 pounds, excess in proportion, which 
was increased June 25, 1918, under General Order No. 28, to 
$25 per car of 24,000 pounds, excess in proportion. Carriers 
north of Jacksonville increased their rate on lumber 5 cents 
per hundred pounds, the maximum increase allowed under that 
order. 

“At the hearing counsel for defendants-stated that it was 
through unintentional error that the Florida East Coast Railway 
Company was not a party to the tariff containing rates for 
constructing combination rates; that as a result thereof the 
rates charged on these shipments were unreasonable to the 
extent they exceeded the rates subsequently established, effec- 
tive February 15, 1919, and concurred in by said carrier, and that 
complainant is entitled to reparation,” 


SWITCHING CHARGE TOO HIGH 


A switching charge of 2 cents per hundred pounds, minimum 
$6 per car, assessed by the Missouri Pacific for the movement 
of cars in interstate traffic between the plant of the Holly Ridge 
Lumber Company, Monroe, La., and the junction of the Missouri 
Pacific with the Vicksburg, Shreveport & Pacific Railway at 
Monroe, is not justified and the charge for the future should be 
$5 per car, Attorney-Examiner William A. Disque proposes that 
the Commission hold in a tentative report on No. 11063, Holly 
Ridge Lumber Company vs. Missouri Pacific et al. The exam- 
iner says that at no other place on the lines of the Missouri 
Pacific are the charges as high as 2 cents per hundred pounds 
and that the complainant has been unfairly singled out. 


DOMESTIC AND EXPORT RATES 


As a matter of principle, the rate on an article intended 
for export need not be lower than the rate for a domestic move- 
ment. If a rate for a particular domestic movement to the sea- 
board be not unreasonable as a maximum, there is no justifi- 
cation for finding that rate or a lower rate unreasonable as a 
maximum for substantially the same transportation service, 
merely because the freight is to be exported. 

The foregoing constitutes the reasoning on which Examiner 
Thomas M. Woodward has recommended the dismissal of No. 
11061, American Steel Export Company vs. Indiana Harbor Belt 
et al. In that complaint and No. 11058, Same vs. Pennsylvania 
et al., steel companies in Ohio and Pennsylvania set forth that 
the increases in the rates caused by the cancellation of the ex- 
port rates via the Pacific ports ordered by Director-General 
McAdoo resulted in unreasonable and unjustly discriminatory 
charges. They undertook to draw an analogy between the ex- 
port rates and proportional rates, but Woodward quoted against 
them the Commission’s Conference Ruling, No. 304 (b), in which 
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it specifically said that a proportional rate is one applicable for 
the further carriage of freight by a common carrier wholly 
within the jurisdiction of the act to regulate commerce. 


STATUS OF PARTICIPATING CARRIER 


A recommendation which it is believed will be approved by 
ninety-nine per cent of the shippers of the country has been 
made by Examiner Lawrence Satterfield in a tentative report 
on No. 10792, Joseph L. Liberman Iron Co. vs. Wabash et al. 
It is that carriers be required to show, by appropriate symbol 
in each tariff, the status of each of the carriers participating in 
the rates mentioned in the tariff—that is, as to whether it is an 
originating, intermediate or delivering carrier. 

The complaint, while asserting that a rate of $2.94 on iron 
and steel turnings from Detroit to Granite City, Ill., and St. 
Louis was unjust, unreasonable and unjustly discriminatory, in- 
volved only a tariff interpretation. The question was as to 
whether, in tariffs issued by the Michigan Central, Grand Trunk 
and Detroit & Toledo Short Line, the Wabash was offering a 
rate of $2.10 on the traffic in question. 

The traffic manager of the complainant, who, according to 
the examiner, was an experienced traffic man, consulted a Wa- 
bash tariff in Chicago and directed shippers in Detroit to route 
“via Wabash” at the $2.10 rate. They did not take the turnings 
to the Wabash as an originating carrier. It could have carried 
the traffic all the way over its own rails. They took the traffic 
to other carriers and the latter assessed the higher rate, which, 
Satterfield said, was the legal rate because the other carriers 
were not obligated to turn the traffic over to the Wabash as an 
originating carrier. They did deliver it to the Wabash for de- 
livery. 

Satterfield examined the Wabash tariff and found it impos- 
sible for a shipper to determine, from the concurrence marks, 
what the Wabash was offering to do for the shipper, hence his 
recommendation that the Commission require carriers to show 
the character and the extent of their participation in each tariff 
issued. 


IRON PIPE FITTINGS 


Chief Examiner Wilbur LaRoe, Jr., in a tentative report on 
No. 10771, United Iron Works Company vs. Atchison, Topeka & 
Santa Fe Railway Company et al., recommends that the Commis- 
sion find that rates on iron pipe fittings from Okmulgee, Okla., 
to points in Missouri, Kansas and Texas, are unreasonable and 
unduly prejudicial and that fourth section relief be denied. 


Fifth-class rates, governed by the Western Classification, the 
chief examiner says, apply on the traffic involved from Okmulgee 
to the territory in question, except Texas, but commodity rates 
substantially lower than fifth class apply in the opposite direc- 
tion. 

“For example,” says Mr. LaRoe, “rates of 54, 66.5 and 72.5 
cents apply from Okmulgee to Kansas City, St. Louis and Chi- 
cago, respectively, while the rates in the opposite direction are 
40, 46.5 and 53 cents, respectively. Minimum weights of 40,000 
and 46,000 pounds apply in connection with the rates eastbound 
and westbound, respectively. Complainant expressed a willing- 
ness to have the same minima eastbound if accorded the same 
commodity rates as apply westbound.” 


The defendants submitted no evidence in support of the 
present adjustment, but on the contrary, LaRoe says, suggested 
the following rates, which counsel for complainant said would 
remove practically the whole basis of the complaint: “To points 
in St. Louis and Kansas City territories, the same commodity 
rates as are applicable in the opposite direction; to points in 
Dallas-Ft. Worth and Texas common point territories, with the 
exception of Galveston and Houston, rates 9 cents under the 
rates from St. Louis to the same points; and to Galveston and 
Houston the same rate as applies from St. Louis and Kansas 
City to those points. 

“The Commission should find,” Mr. LaRoe concludes, “that 
the rates assailed are, and for the future will be, unreasonable 
and unduly prejudicial to the extent that they exceed or may 
exceed the following: To St. Louis and points taking the same 
rates, 46.5 cents per hundred pounds; to Kansas City and points 
taking the same rates, 40 cents per hundred pounds, and to the 
Texas points involved rates not less than 9 cents under the rates 
contemporaneously maintained from St. Louis to the same des- 
tinations.” 

In connection with the case, authority was sought by the 
carriers to continue to charge for the transportation of iron 
pipe fittings from Kansas City, St. Louis, Peoria and Chicago to 
Houston, Galveston and other points in Texas rates which are 
lower than rates contemporaneously maintained on like traffic 
from and to Okmulgee and other intermediate points. This relief 
should be denied, the attorney-examiner says. 


You can keep in the closest possible touch with traf- 
fic and transportation developments through The Daily 
Traffic World. 
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PANAMA CANAL TOLLS 


The Trafic World Washington Bureay 


Senator Jones of Washington has proposed an amendment to 
the House bill (H. R. 7015) providing that the Panama Canal 
rules shall govern in the measurement of vessels for imposing 
tolls on vessels passing through the canal. The amendment 
would exempt ships under the American flag and engaged in the 
coastwise trade of the United States from the payment of tolls. 


FOREIGN COMMERCE ORDER NO. 1 
The Trafic World Washington Bureay 


For the administration of the twenty-fifth section of the act 
to regulate commerce, the Commission, April 7, issued Foreign 
Commerce Order No. 1, prescribing the form in which carriers 
by water under the American flag in foreign trade are required 
to file data showing American ports of loading, foreign ports 
of destination, date loading will begin, approximate date of sail- 
ing, and route and itinerary. Three copies of each notice are 
to be sent to the bureau of tariffs for general information. 
On request of shippers, the railroad companies must obtain, 
for their benefit, information from the water carriers as to 
rates—whether applicable to carload or less than carload, quan- 
tities, requirements as to handling and packing, storage charges, 
if any, and conditions under which assessed, free time, storage, 
and port charges, if any. Placing property alongside within 
reach of ship’s tackle, the order says, will constitute delivery 
to vessel until changed by tariff publications. The loading, 
unloading, and handling charges, free time, demurrage, storage, 
and other charges or privileges, will be those published by the 
railroads as applicable on “export shipments” or “for export.” 

The Commission sent a copy of its first foreign commerce 
order to every carrier covered by the twenty-fifth section of the 
interstate commerce law, together with a letter advising the 
recipient that if a conference on the subject was deemed de- 
sirable, it would give consideration to a request for such a con- 
ference. The letter of transmittal follows: 

“Enclosed find copy of Foreign Commerce Order No. 1, 


which specifies the manner of compliance with Section 25 added’ 


to the Interstate Commerce act by section 441 of the Transpor- 
tation act, 1920. 

“Please note that under the terms of paragraph (1) of 
this Section, the information required must be furnished to the 
Commission within thirty days after the section becomes ef- 
fective.. This section became effective February 28, 1920, upon 
signature by the President of the Transportation Act, 1920. 

“The Shipping Act, 1916, defines a ‘Common carrier by 
water in foreign commerce’ as a ‘common carrier, except ferry 
boats running on regular routes, engaged in the transportation 
by water of passengers or property between the United States 
or any of its Districts, Territories or possessions and a foreign 
country, whether in the import or export trade: Prodived, That 
a cargo boat commonly called an ocean tramp shall not be 
deemed such ‘common carrier by water in foreign commerce.’ 

“The form in which the enclosed foreign commerce order 
requires information to be shown is adopted with a view to 
uniformity. If it should develop in the future that a conference 
is desirable for the purpose of extending or revising the 
provisions of this order, the Commission will give consideration 
to a request for such conference between representatives of the 
water carriers, rail carriers or other interested parties and the 
Commission. 


“Railway carriers and such water carriers should arrange 
for conferences at the earliest practicable date with a view to 
immediately complying with the provisions of paragraph (4) 
of Section 25, which imposes upon the railway carrier the duty 
of issuing a through bill of lading to the foreign pvint of 
destination and after an agreement as to this uniform bill of 
lading has been reached by such carriers, it should be pre 
sented to the Commission for its approval. Representatives of 
shippers should be freely consulted and the Commission should 
be advised from time to time as to the progress which is be 
ing made.” 

The order follows: 


Whereas, Section 25 of the Interstate Commerce Act as added by 
the Transportation Act, 1920, requires: 

(1) Every common carrier by water in foreign commerce whos? 
vessels are registered under the laws of the United States to file 2 
schedule or schedules giving certain information with the Commission 
within thirty days after the section becomes effective and regularly 
thereafter, as changes are made. 

(2) Carriers by railroad on application of any shipper to make 
request for, and carriers by water upon receipt of such request to 
name, vessel, rates and port charges. 

(3) Carriers by water to file changes or modifications in schedules 
as early as practicable after changes are ascertained, and authorizes 
the Commission to make and publish regulations governing the man- 
ner and form in which such carriers are to comply with the foregoing 
requirements. 

It is ordered, That the following regulations be, and they hereby 
are, made and published: 


Regulations 
1. Sueh common carriers by water in foreign commerce shall 


furnish, the information required in printed or typewritten notices 
8x10% inches in size in the following form and order: 
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(a) Corporate name of carrier, or, if carrier is not a corporation, 
its official title. 

(b) Date. : 

(c) Foreign commerce number. (Each carrier shall number no- 
tices consecutively beginning with number 1, the number to be shown 
on the right-hand margin following the date.) h : 

(d) Name and address of officer to whom inquiries shall be di- 
rected. (If more than one officer is designated, arrange alphabetically 
by ports.) 

Sailings of Steam Vessels 
a aii eee aceite i aera 


* Foreign 7 

tv. & Port of Name Date load-} Approxi- 
Ports Destina- of ing will | mate date; Route and 
of loading. tion. Vessel commence.| of sailing.| itinerary. 








——— —— vr 


7 Arrange ports alphabetically. | : 

* Arrange alphabetically opposite each U. S. port of loading. 

Three copies of the notice shall be filed addressed to “Interstate 
Commerce Commission, Bureau of Tariffs, Washington, D. C.”’ 

2. Information furnished to rail carriers upon request shall name 
the vessel, the date loading will commence and the approximate date 
of sailing, ocean rates and whether applicable in carload or less than 
carload lots, requirements as to handling and packing, storage charges, 
if any, and the conditions under which assessed, free time, storage 
charges and port charges, if any. | f j ? 

Until regularly changed by_tariff publications filed by rail car- 
riers the loading, unloading and handling charges, free time demur- 
rage, storage and other charges or privileges will be those published 
as applicable on ‘‘export shipments’’ or ‘‘for export.” 

Placing the property alongside the vessel within reach of the 
ship’s tackle will constiute delivery to vessels. _ . 

3. Information as to changes or modifications in the schedules 
filed with the Commission by such carriers by water shall be furnished 
in notices similar in form to and under the same foreign commerce 
number as the original and shall be designated as amendments thereto. 


SHOWING RATE IN EXPORT BILL 


The Trafic World Washington Bureau 


Admiral Benson, chairman of the Shipping Board, has asked 
the United States Steel Products Company and the Illinois 
Steel Corporation why they have given notice that they will not 
ship via the Pacific in vessels that require the ocean rate to 
be shown in the through export bill of lading. If those com- 
panies carry out such a policy they will boycott ships flying 
the American and Japanese flag. 

Neither the admiral nor any other member of the Shipping 
Board, at the time the acts of the two steel companies were 
brought to the attention of the Board, could imagine why they 
were opposed to having the ocean rate shown. That is why 
the admiral wired them, asking specifically if their purpose 
was to discriminate against American vessels. 

The question of putting the export rate in the through bills 
of lading was brought to the attention of C. E. Spens, now vice 
president of the Burlington, while he was assistant director of 
traffic in the Railroad Administration, because the Japanese 
lines insisted on its being shown, while shippers, as a rule 
were opposed. 

Adherence to the policy supposed to have been adopted by 
the two steel companies would deprive American ships of any 
chance of handling any part of the tonnage of the units com- 
prising the United States Steel Corporation, because the chief 
business of the United States Steel Products Company is the 
handling the products of the steel corporation. It is not, how- 
ever, the sole agent of the parent corporation. 

At the time the matter was brought to the attention of Mr. 
Spens, the Japanese ships were requiring the showing of ocean 
rates, but American ships were at liberty to show or not show 
the ocean rate. 

The new transportation law now makes it mandatory that 
through export bills of lading, issued by the railroads and 
American steamships shall show the ocean rate. The require- 
ment is contained in Section 25 of the amended interstate com- 
merce act. An order showing how the Commission intended ap- 
pPlyig that addition to the law was issued April 7, the day the 
Shipping Board made public the telegrams addressed by Ad- 
miral Benson to the steel companies. 

The steel companies sent their first notice of intention 
to avoid ships showing rates in their export bills of lading 
to the Pacific Coast Oriental Tariff Bureau, an organization 
that performs service for the steamer lines in the trans-Pa- 
cific trade. It was given before the law was amended as it 
how reads. Traffic Manager Bentley, of the Illinois Steel Com- 
pany, addressing Mr. Spens on February 6, said: 

“Instructions have been issued that we will book no more 
export business with any line of steamships which insists upon 
these provisions (relating to the showing of the ocean rate). 
As soon as we clean up existing bookings, we will seek other 
channels who wiil not insist upon such unreasonable, un-com- 
mercial, and unnecessary obstructions.” 

_ Admiral Benson’s telegram to the steel products company 
Is as follows: 


Referring to quotation from letter United States Steel Products 
‘Company Pacific Coast Department, signed by J. A. Stevens at Se- 
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attle, February 12, addressed to Pacific Coast Oriental Tariff Bureau, 
as follows: 

‘“‘We propose to make only such shipments via the Pacific Coast 
in connection with only such steamship lines as will not insist on 
the ocean freight changes being shown on the negotiable bills lading.’’ 

Paragraph four, section twenty-five, Transportation Act nineteen 
twenty, makes it mandatory upon all rail carriers issuing through bills 
lading for export freight moving via United States registered vessels 
to name in such bills lading both the rail and water rates. This 
mandate applies to all American vessels operating from either At- 
lantic or Pacific ports but does not apply with regard to foreign ships. 

Is it your purpose to discriminate against American vessels, in- 
cluding Shipping Board ships, in favor of foreign ships or will you 
under the explained circumstances withdraw the instructions? Please 
reply by wire. 


His message to the Illinois Steel Corporation, says: 


Understand Illinois Steel Co. has issued instructions that it will 
book no more export business via Pacific Coast with any water carrier 
which cannot produce through rail bills lading with ocean rate omit- 
ted. In this connection see your telegram February 6, signed Bentley, 
addressed Spens, U. S. Railroad Administration, Washington. Para- 
graph 4, section 25, Transportation Act nineteen twenty, makes it 
mandatory upon all carriers issuing through bills lading for export 
freight moving via American registered vessels, to name in such bills 
lading both the rail and the water rate. 

This mandate applies to all American vessels operating from 
either Atlantic or Pacific Ports but does not apply with regard to 
foreign vessels. . 

Is it your purpose to discriminate against American vessels, in- 
clusive of Shipping Board ships, in favor of foreign vessels or will you 
under the explained circumstances withdraw the instructions? 


The provision of the law under which the ocean rate is 
to be shown in export bills issued by or on account of Amer- 
ican ships was incorporated in the transportation act, largely 
if not wholly, 6n the representations made to the congressional 
committee having the bill in charge, by John H. Rosseter, then 
in charge of the division of operation of the Shipping Board. 
He said that if the ocean carriers were required to show their 
rates in their export bills, they would have to give more con- 
sideration to the inland merchant who shipped package freight, 
because the bill would be a record as to the rate charged him 
and he would be able to compare his rate with the quotations 
given to merchants at the ports, engaged in the same line of 
business. (See page 672.) 


SOUTHERN PACIFIC BOAT SERVICE 


The Trafic World Washington Bureau 


Arguments were heard.on April 2 on the application of the 
Southern Pacific for a modification of the Commission’s order 
in No. 6606, by means of which that company would extend the 
service by its boat line between gulf and north Atlantic ports 
so as to enable it to give occasional sailings from and to ports 
other than those mentioned in the permission originally granted 
to it. Opposition to the extension was expressed by the Boston 
Chamber of Commerce, the Luckenbach Steamship Company and 
the Southern Steamship Company. The Boston organization 
opposed the application on the ground that it feared the estab- 
lishment of an indeterminate service by the Southern Pacific 
would prevent the inauguration of regular service between Bos- 
ton and gulf ports by an independent steamship line. It took 
the position that if the Southern Pacific would promise to es- 
tablish a regular service and to maintain it from and to Boston, 
the shippers at that port would consider themselves fortunate 
and would welcome the company with open arms. 


The discussion took a wide range, the most important ques- 
tion being that raised between Frank Lyon, appearing for the 
Luckenbach Lines, and the Commission, as to the meaning of 
the Panama canal parts of the interstate commerce act. 

“Your contention comes to this, doesn’t it: that there is 
hardly any condition under which this Commission could au- 
thorize a railroad company to establish or continue a steamship 
line?” asked Commissioner Meyer. 

“Whenever this body permits a railroad to operate a steam- 
ship line, the mere fact of the grant of such permission means 
that no independent steamship line will ever undertake to es- 
tablish service on that route,” answered Mr. Lyon. 

“The question arising under the Panama Canal part of the 
law is as embarrassing to me, and, I suspect, to this Commission, 
as the question raised by the fourth section. Whenever this 
Commission authorizes a railroad to disregard the prohibition of 
the fourth section, it means that the railroad may carry the 
traffic which the prohibition of the law intended should be ecar- 
ried by a steamship line. The provisions of the statute are con- 
tradictory. The purpose of the Panama Canal act was to foster 
the establishment of independent steamship lines. That was also 
the purpose of the long-and-short-haul rule of the fourth sec- 
tion. The proviso in each of those parts of the law has the 
effect of stabbing the fundamental theory—that of establishing 
water lines.” 

In support of the application, Fred H. Wood, representing 
the Southern Pacific, said that the company desired to establish 
service to and from other Gulf and north Atlantic ports because 
shippers at the gulf ports have represented to the company that 
they would send whole cargoes of lumber, naval stores, salt, 
sugar and cotton, to the north Atlantic ports, if the company 
would only furnish a ship when they were ready to make such 
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shipments. Shippers at the north Atlantic ports had also indi- 
cated that they would have traffic to offer for the southbound 
voyages, although it was admitted that the volume of such traffic 
would be small, in comparison with the northbound. He said 
that Philadelphia and Boston had opposed the issuance of such 
an order as the Southern Pacific desired, because, they said, the 
move looked like one to obtain permission to maintain “fighting 
ships” to prevent the establishment of independent steamship 
service between the north Atlantic and the gulf ports. 

Both cities suggested the issuance of a permit conditioned 
so that the Southern Pacific would have to promise a regular 
service. Mr. Wood said that the Southern Pacific was unwilling 
to accept such a permission because it could not know, in ad- 
vance of experiments, whether the volume of business would 
warrant regular sailings. He said the company was unwilling to 
hold out a promise of regular service because of its insufficient 
data as to the volume of business that would be offered. 

“The good will of shippers is the greatest asset any trans- 
portation company can have,” said Mr. Wood. “The Southern 
Pacific steamship lines now have the good will of shippers. They 
do not wish to hold any false hope with regard to the service 
they can establish if this permit is given them. As to the fears 
of Boston and Philadelphia that it is the desire of the company 
to establish ‘fighting ships’ it is pertinent to say that the Shipping 
Board law forbids the maintenance of ‘fighting ships.’ This com- 
mission also has the power to withdraw a permission to operate 
ships at all, if, in its judgment, the Southern Pacific does any- 
thing so unfair in competition as the maintenahce of ‘fighting 
ships.’ The Commission has full power over our service.” 

Amos L. Hathaway, for the Boston Chamber of Commerce, 
said that if the Southern Pacific would give Boston regular 
service, the company would be welcomed. In the absence of such 
a promise Boston could find only a threat in this application 
aimed at efforts that Boston shippers have made and are now 
making for the establishment of a regular line between their 
city and Galveston or Houston. 

Commissioners Eastman and Hall wanted to know if Boston 
objected to the establishment of an irregular service from Fall 
River, New Bedford, Providence, or other New England ports. 
Mr. Hathaway said that he had a letter from the New Bedford 
Chamber of Commerce, in which opposition was expressed to the 
establishment of an indeterminate service, but that he would 
not go so far as to say that Boston objected to the establish- 
ment of an irregular service from any of the other New Eng- 
land ports. Boston, he said, was interested in obtaining regular 
service. Such a service, he said, was now afforded Boston by 
Southern Pacific boats, operating a rail-and-water service via 
New York. There was objection, however, to the serving of 
Boston in that way, because it placed the food supply coming 
into New England and the movement of manufactured products 
out of that part of the country under the limitations of con- 
gestions at New York. It was, therefore, the desire of Boston 
to have the Southern Pacific or some other company establish 
a regular service between Boston and the gulf ports. 

Frank Lyon, in his argument for the Luckenbach Lines, 
said an independent steamship line was one that was not in re- 
ceipt of an income from any source other than the traffic carried 
by it. A railroad owned line, he said, at all times could make 
up its deficit from the treasury of the proprietary company. He 
said the issuance of the permit would have the inevitable effect 
of defeating the purpose of the law, which, he contended, was 
to promote the establishment of independent steamship lines. 

Answering Mr. Meyer, he said he could not point out condi- 
tions under which the Commission could ever give a permit to 
continue an existing service or the establishment of a new one 
by a railroad-controlled steamship. He said Boston’s suggestion 
that permission be granted on condition that a regular service 
be maintained was impractical. In that respect, He said, he 
agreed with Mr. Wood, though that was about the only point on 
which they were in agreement. 

“In what respect is the law inadequate to prevent ‘fighting 
ship’ episodes?,” asked Commissioner Meyer. 

“The mere fact that you give a permit means that there 
will be no independent steamship line on the route on which 
the railroad-owned boat operates,” said Mr. Lyon. 

George W. Delanoy, representing the Southern Steamship 
Company, which Mr. Wood said was an adjunct of the Mallory 
Line, opposed the issuance of the permit on the ground that it 
would put the Southern Pacific in competition with the line which 
the company represented by him had established between Phila- 
delphia and Houston. He said the company had to quit New 
York and go to Philadelphia so as to avoid the competition with 
the Southern Pacific. 


SALE OF VESSELS 


The Traffic World Washington Bureau 


Announcement was made by the Shipping Board, April 6, 
of a conference to be held April 15 in regard to the sale of the 
vessels owned by the Board and the operation of such vessels 
until they have heen disposed of. 
lows: 


The Board’s statement fol- 
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“Admiral W. S. Benson, chairman of the United States Ship- 
ping Board, has issued the following call to seventeen of Amer- 
ica’s most distinguished business men, a list of which is at- 
tached, for a two days’ business conference, to get their aid 
and advice as to the best way to handle and dispose of the 
three billion dollars’ worth of property owned by the Shipping 
Board: 

_ The United States Shipping Board has before it at the present 
time two large business problems, the solution of which vitaily affects 
the future of the merchant marine of this country. One is the method, 
price, and terms of the sale of its ships to private owners, and the 
a » the operation of its fleet, pending the sale and disposition 

ereof. 

The board desires to bring to its aid the best merchandising ex- 
perience and ability that can be found in this country. The great 
producing forces of the country from factory and farm are those most 
vitally affected by the policies established by the Shipping Board. Un- 
less our national surplus can be successfully disposed of abroad in 
competition with foreign countries, our American laborer, farmer and 
— must of necessity be injured, and our national prosperity im- 
paired. 

A two days’ conference with the commissioners of the shipping 
board has been arranged for, beginning at 10 a. m., Thursday, April 
15, in the chairman’s office, 1319 F street N. W., to which you are 
cordially invited, together with other distinguished American business 
men, a list of which is herewith enclosed, at which time all available 
data bearing on our problems will be submitted for consideration of 
the conference, and out of which we trust may come valuable aid to 
the solution of our pending problems. 

We know that you fully appreciate that the Shipping Board can 
only successfully solve its problems if men of your broad merchandis- 
ing ability and patriotism will give us aid. 

I trust I may have your acceptance by wire. 


“He has called men who are vitally interested in the dispo- 
sition of the great products of our country, such as grain, flour, 
provisions, agricultural implements, motors, tires, steel, ete.— 
men who are vitally interested in the production and merchan- 
dising of these products, and whose interest is in the establish- 
ment of a permanent merchant marine, and who have had large 
experience in establishing big business sales policies. He feels 
that the business men of this country should get behind the 
merchant marine and should give their aid to establishing 
proper policies of sales and operation. 

“The men he has called represent basic industries that mer- 
chandise from fifteen to eighteen billion dollars’ worth of Amer- 
ican products a year. They are: James Bell, Washburn-Crosby 
Company, Minneapolis, Minn.; Sam P. Bush, Buckeye Foundries 
Company, Columbus, O.; Charles Dawes, Central Trust Company, 
Monroe street, Chicago, IJl.; James A. Farrell, general offices, 
U. S. Steel Corporation, New York City; James N. Gunn, U. S. 
Tire Company, 1790 Broadway, New York City; Edward N. 
Hurley, Hurley Machine Company, 28 East Jackson boulevard, 
Chicago, Ill.; Alex Legg, International Harvester, Chicago, IIl1.; 
Charles H. McDowell, Armour Fertilizer Company, Chicago, 
Ill.; H. L. McLaren, McClaren Rubber Company, Charlotte, 
N. C.; Eugene Meyer, Washington, D. C.; John Barton Payne, 
Secretary of the Interior, Washington, D. C.; Arthur Phelps, 
general sales manager, Dodge Motor Company, Detroit, Mich.; 
George H. Peak, Moline Plow Company, Moline, IIl.; Julius 
Rosenwald, Sears, Roebuck & Co., Chicago, Ill.; Fred Vogel, 
Sr., Pfister-Vogel Leather Company, Milwaukee, Wis.; Fred H. 
Wells, Peavey Elevator Company, Minneapolis, Minn.; Owen 
Young, General Electric Company, Schenectady, N. Y.; C. B. 
Warren, Detroit, Mich.” 


STEEL COMPANY BOAT OPERATION 


The Trafic World Washington Bureau 


The question as to whether the United States Steel Prod- 
ucts Company, a subsidiary of the United States Steel Corpo- 
ration, should be allowed to operate ships through the Panama 
Canal in trade between the Atlantic and Pacific coasts was ar- 
gued before the Commission April 3 by Frank Lyon, for the 
Luckenbach’s steamship lines, and by C. S. Belsterling and 
Richard V. Lindabury, for the steel corporation and its sub- 
sidiaries. The query as to whether the ships owned by that 
company should be permitted to use the canal was raised by 
the Commission because, among the steel corporation subsid- 
iaries there are eleven common carrier railroads. The chief of 
them, so far as this matter is concerned, are the Bessemer & 
Lake Erie, the Union Railroad, the Elgin, Joliet & Eastern and 
the Newburgh & South Shore. ; 

Each of the railroads handles some transcontinental busl- 
ness. The question, therefore, is whether the steamship line 
that is a subsidiary or department of the steel products com- 
pany is so smeared with railroad connection as to bring it 
within the condemnation of the law, the object of which was 
understood to be the closing of the canal to ships owned by 
railroads or in which railroads have an interest. The theory 
in closing the canal to such steamships was that, being owned, 
controlled, or influenced by the railroad interest, they would 
make their rates so as to drive independent steamships from 
the canal, and that when that had been done, the railroads 
would raise their rates so as to recoup any loss which might be 
sustained in the fight to drive the non-railroad ships from the 
canal. 

The importance of the question may be inferred from the 














Apr 


fact 

steel 
that 

calle 
the | 
time 
tions 
wait 
the | 


the | 
railr 
devi 
the 

ticip 
of tl 
road 
serv' 
com! 
were 
tion. 


not | 
to r 
said, 
been 


likel: 
east 

titior 
pean 
half 

have 
ness 
dispe 
road 
tion 

holde 
does 
not f 
stear 
beins 
of sc 


dust1 
stear 
roads 
teria 
ucts 

does 

distri 
as a 

Jolie 
henté 
It re 


‘ 


Breac 


( 
allow 
paym 
terer, 
Was | 











0. 15 


Ship- 
.mMer- 
S at- 
> aid 
the 
ping 


esent 
ffects 
thod, 
1 the 
sition 
= ex- 
great 
most 
Un- 
id in 
* and 
y im- 
oping 
April 
1 are 
iness 
lable 


yn of 
id to 


| can 
ndis- 


urea 
-rod- 
yrpo- 
ama 
5 ar- 
the 
and 
sub- 
that 
1 by 
bsid- 
of of 
or & 
and 


busi- 
line 
com- 
g it 
was 
1 by 
eory 
ned, 
ould 
from 
oads 
t be 
the 


the 








April 10, 1920 








fact that Mr. Lindabury, who conducted the litigation for the 
steel corporation that resulted in a decision of the courts that 
that combination is not in violation of the anti-trust laws, was 
called into the case to discuss the law. Mr. Belsterling recited 
the facts which were laid before Commissioner Woolley at the 
time the hearing was held. The commissioners, by their ques- 
tions, seemed to be determined to gét at all the facts without 
waiting for the record, so that they could consider the facts and 
the law arguments at the same time. 

In a broad way Mr. Lyon contended that the law forbids 
the use of the canal by railroad-owned boats and boats in which 
railroads have any interest whatsoever, in any form or by any 
device. He said that the steel corporation roads are part of 
the community of interest in the steel combination, and par- 
ticipants in joint transcontinental rates. As to the contention 
of the steel products company that the steel corporation rail- 
roads are not members of any rate-making committees, he ob- 
served that he was not aware that the anti-trust laws permitted 
committees to make rates. He suggested that the committees 
were merely supposed to be advisory or collectors of informa- 
tion. 

The steel products corporation, Mr. Lindabury said, did 
not lightly establish the steamship line, but did so in response 
to requests from shippers on both coasts. The railroads, he 
said, are, and have been, so congested that they are and have 
been unable to carry the goods offered them. 

“The land lines are congested, rates are high and they are 
likely to go higher,” said Mr. Lindabury. “Industries on the 
east coast are about to be faced on the west coast by compe- 
tition from Europe that will be able to move. steel from Euro- 
pean ports to Pacific coast ports for a freight rate less than one- 
half the all-rail rate from Pittsburgh to the Pacific coast. They 
have got to be provided with transportation or go out of busi- 
ness on the Pacific coast. 

“We are not asking for a stretching of the law or for a 
dispensation. No railroad owns this steamship line. No rail- 
road owns any share in it. The United States Steel Corpora- 
tion is a stockholder in the products corporation. It is a stock- 
holder in some of the railroad corporations. But this situation 
does not come within the Panama Canal act. The law does 
not forbid the operation, through the canal, of industrially owned 
steamships. Congress ought to prevent the evil of the canal 
being used by steamships owned or controlled in the interest 
of some railroad company or companies. 

“The claim that there is competition between the little in- 
dustrial service lines in the interior of the continent and the 
steamship using the canal is rather startling. These little rail- 
roads were built to serve industrial plants, to carry raw ma- 
terials from the trunk lines into the plants and finished prod- 
ucts from them to the trunk lines. The Bessemer & Lake Erie 
does not care which way the traffic it hauls from the Pittsburgh 
district goes, after it leaves its rails. Its divisions are the same, 
as a rule, whether the traffic goes east or goes west. The Elgin, 
Joliet & Eastern carries a considerable volume of transconti- 
nental traffic around Chicago, but it has no interest in the rates. 
It receives an arbitrary car haulage compensation. 

“The kind of competition Mr. Lyon dreads is not the kind 
Congress had in mind when it enacted this statute. He dreads 
the competition of a well-backed steamship line, independent of 
all railroad influence or railroad control, such as the line of 
the steel products company. Prior to the war there were eleven 
lines using the canal in the coast-to-coast business. Now there 
are two. The object of Congress, as we believe, was to promote 
the use of the canal by ships not serving the interest of the 
transcontinental railroads. 

“The law forbids use of the canal by a ship in which a rail- 
toad has an interest. To make this law reach the steel prod- 
ucts company ships the law must be read as forbidding the 
use of the canal by ships owned by an industrial organization 
eng may also have an interest in an industrial service rail- 
Toad.” 

Mr. Lindabury called attention to the fact that the Pacific 
and Atlantic coast shipping interests asked that the Commis- 
sion permit the operation, if it came to the conclusion that the 
law forbade the ships to use the canal, without such permission. 
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Shippi Decisi 
ipping Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter 
System, Published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 
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£ 





Breach of Charter: 

(District Court, S. D., New York.) Where charter party 
allowed 12 lay days for loading and unloading and provided for 
Payment of demurrage in event of additional delay, the char- 
lerer, which failed to obtain clearance for the vessel after it 
Was loaded, ete., must be deemed to have breached its con- 
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tract, and is liable in personam for damages to the owner of 
the vessel, which, after a long delay, unloaded the cargo at the 
charterer’s risk.—The Cataluna. The Aragon. 262 Fed. Rept. 
212. 

Where the charterer of a vessel failed to obtain clearance, 
and the owner finally unloaded the cargo, held that, while the 
charterer was liable in personam for breach of the charter party, 
which fixed the time for loading, etc., yet under the American 
doctrine, that freight paid in advance may be recovered back 
if cargo is not delivered, the owner had no lien on the carge 
unloaded, notwithstanding charter party provided for payment 
of freight in advance, for no freight in the proper acceptance 
of the term was earned.—Ibid. 

Prepaid Freight: 

The American doctrine is that freight paid in advance can 
be recovered back if the ship fails to deliver cargo at destina- 
tion, unless there is a special stipulation that freight shall not 
be repaid.—Ibid. 








e 7” 
Miscellaneous Decisions 
Traffic Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 

Copyright by West Publishing Co.) 

« ca 
REGULATIONS OF COMMON CARRIERS 

Rebate: 


(Circuit Court of Appeals, Fourth Circuit.) In an indict- 
ment for violation of the provision of Hepburn act (Comp. St. 
8597), making it unlawful to grant any rebate or concession 
whereby, “by any device whatever,” any advantage is given 
or discrimination is practiced in favor of a shipper, it is not 
necessary to describe the device used.—Dye vs. United States, 
262 Fed. 6. 

Distribution of Cars: 

Evidence held to sustain a conviction of defendant, who as 
agent for a railroad company was in charge of distribution of 
cars between coal mines, for discriminating in favor of one 
mine, although it also showed that the discrimination was pri- 
marily for his own personal profit, and was without the request 
or knowledge of the mine owner.—Ibid. 





* - 
Loss and Damage Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 

Copyright by West Publishing Co.) 

a a 





BILL OF LADING 
Assignment ; 

(Supreme Court of Washington.) The effect of the assign- 
ment of a straight bill of lading as to rights in the shipment 
representing an interstate shipment is controlled by the Act 
Cong. Aug. 29, 1916 (U. S. Comp. St. 8604aaaa, 8604b, 86040).— 
Quality Shingle Co. vs. Old Oregon Lumber & Shingle Co., 187 
Pac. Rept. 705. 

Under Act Cong. Aug. 29, 1906 (Comp. St. 8604aaaa, 8604b, 
86040), relating to bills of lading in interstate commerce, an 
assignee of an assignee of a straight bill of lading, in which the 
shipper was named as consignor and consignee, acquired no 
more rights in the shipment than his assignor had.—Ibid 

(Supreme Court of Washington.) In view of non-negotiabil- 
ity of a straight bill of lading under U. S. Comp. St. 8604aaaa, 
8604b and 86040, that plaintiff caused the naming of S. as con- 
signee in straight non-negotiable bill of lading covering inter- 
state shipment of shingles did not give to S. any better title 
than would an assignment of the bill to S. had plaintiff been 
named therein as both consignor and consignee.—Gretchell et 
al. vs. Northern Pac. Ry. Co., 187. Rept. 707. ; 

Though plaintiffs, who procured for interstate shipment of 
shingles a straight non-negotiable bill of lading, delivered the 
bill to S. under agreement for cash sale of shingles, yet, where 
payment of check given by S. for the shingles was refused and 
plaintiffs demanded the shingles from the railroad company, the 
company was, where it refused the demand and thereafter de- 
livered the shingles to assignee of S., liable to plaintiffs for 
damages resulting from delivery to another.—Ibid. 


LOSS OF OR INJURY TO GOODS 


Compromise and Settlement: 

(Supreme Court, Appellate Term, First Department.) In 
action on defendant express company’s agreement to pay plain- 
tiff $109 in settlement of a claim for failure to collect on delivery 
of a shipment, defendant express company was entitled to intro- 
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duce proof of its defense that it was induced to enter into the 
settlement contract on faith and belief in the truth of plaintiff’s 
false statement that the goods were acually shipped C. O. D. 
$100, which was untrue, and known so to be by plaintiff, not 
being precluded by the agreement of settlement from raising 
the question of fraud in its making.—Paull vs. American Rail- 
way Express Co., 180 N. Y. Supp. 549. 

Fraud in the procurement of a contract renders it voidable, 
and such a contract cannot be enforced.—Ibid. 
Extent of Damage: 

(Court of Appeals of Georgia, Division No. 2.) Wherein 
a suit by a shipper against a common carrier for loss or damage 
to goods in transit, it appears from the evidence that some of 
the goods were not totally damaged or destroyed, but were of 
some value, and the evidence failing to furnish sufficient data 
from which a jury might infer the value of the damaged articles, 
the verdict is without evidence to support it. 

Plaintiff brought suit against the defendant, a common Car- 
rier, for failure to deliver in good condition a shipment of 
eggs, alleging a total destruction of a part of such shipment; 
and, it appearing from the evidence that some of the eggs for 
the value of which suit was brought, were totally destroyed, and 
others partially destroyed, but retaining some value, the evi- 
dence failing to show how many were totally destroyed or how 
many partially destroyed, and failing further to show the value 
of such partially damaged eggs, which should be credited against 
plaintiff’s claim for a total damage, the evidence is insufficient 
to support a verdict covering damages for eggs both totally and 
partially destroyed—Southern Express Co. vs. Bass, 102 S. E. 
Rept. 168. 

Partial Damage: 

It was error on the part of the trial judge to instruct the 
jury that the burden was upon the defendant carrier to prove 
the value of the eggs partially destroyed.—lIbid. 

A failure or inability on the part of the shipper to convert 
into money such partially damaged eggs would not affect the 
defendant’s right to have credit for their value.—Ibid. 
Interest: 

Properly construed, plaintiff’s suit was one in tort, and a 
verdict for interest on the amount found was contrary to law. 
Western & Atlantic Railroad Co. vs. McCauley, 68 Ga. 881.—Ibid. 

CARRIAGE OF LIVE STOCK 
Special Contract: 

(Court of Appeals of Georgia, Division No. 2.) In a suit 
by a shipper against a carrier to recover damages for failure to 
deliver a shipment of live stock promptly and in good order, the 
trial judge, in compliance with a request by the carrier, in- 
structed the jury that a special contract of shipment, which 
relieves the carrier of all damage resulting from the carrier’s 
negligence, other than gross negligence, was binding on the 
shipper unless the shipper showed that the carrier was guilty 
of negligence. The carrier, having made such a_ request to 
charge, is estopped from excepting to the charge upon the 
ground that the judge failed to charge that the carrier would 
not be liable under special contract unless the carrier was guilty 
of gross negligence.—Seaboard Air Line Ry. Co. vs. Pruitt, 102 
S. E. Rept. 182. 

A shipper of live stock under a special contract may re- 
cover from the carrier any damage sustained by him as a re- 
sult of any extra expense which he may have incurred in feed- 
ing and caring for such live stock by reason of any unreasonable 
delay caused by the gross negligence of the carrier in failing 
to transport and deliver the shipment at the point of destina- 
tion.—Ibid. 

“Where a carrier fails to deliver goods in a reasonable time, 
the measure of damage is the difference between the market 
value at the time and place they should have been delivered 
and the time of actual delivery” (Civ. Code 1910, 2773), and a 
common carrier cannot by special contract relieve itself from 
this measure of damage where the goods are damaged by rea- 
son of its negligence.—Ibid. 

Delay: 

The evidence authorized the inference that the plaintiff's 
loss was due to the negligence of the defendant company in fail- 
ing to deliver promptly the shipment of live stock, rather than 
to any negligence upon the part of the plaintiff to properly feed 
and care for the live stock while in transit.—Ibid. 


DELAY IN APPOINTMENTS 


(Continued from page 636) 

the law tends to promote diversity of opinion. Unless 
six of the eight agree, it is more or less futile to put 
out a decision so long as there is a probability of the 
new members being appointed in the immediate future. 
There is no information as to what the President is do- 
ing, if anything, to come to a decision as to the new 
members. 
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The situation in the Senate, too, is a matter that 
may come sharply before those interested in the work of 
the Commission when the nominations are made. It is 
conceivable that there may be objections to one or more 
of the three men whose names may be sent to the Sen- 
ate. The leaders are trying hard to finish the work of 
the session. They want to get away to the political 
campaign. In the event the President should delay the 
nominations much longer, the possibility of no action 
at this session on a nomination that was questioned is 
considered strong. Any nomination that goes over to 
the next session may become involved in the general 
situation that always exists after a presidential election, 
In the event the President’s party should not win at the 
election, it would be almost a foregone conclusion that 
the held-over nomination would not be acted on even 
at the session beginning in December. In the winter 
of 1912 the leaders of the party that won the fight of 
that year declined to confirm any of the nominations of 
President Taft. The nomination of Commissioner Clark 
was among those held up until President Wilson could 
be inaugurated. The senators who held his appointment 
up had no objection to him, but because he had been 
named by President Taft he was put on the list. Presi- 
dent Wilson gave him a new nomination and his con- 
firmation followed as a matter of course, notwithstand- 
ing the fact that he was not of President Wilson’s po- 
litical faith. 

Acting on the precedent set in December, 1912, it is 
one of the common beliefs that political opponents of 
President Wilson will hold up the nominations he may 
make, if the election goes against the President’s party. 
Another idea is that if any of the nominations he may 
make in the near future are held up until the session 
beginning next December, such hold-over nomination 
will be placed on the list of those to be held until after 
the inauguration in March, 1921. 

Any effort on the part of the President or his 
friends to criticize senators who might hold up a nomi- 
nation made now would be met by calling attention to 
the fact that, for fifteen months after the expiration of 
Commissioner Harlan’s term of office, he made no ef- 
fort to fill it, although, on the theory that he knows the 
law, he knew three years ago that Mr. Harlan’s term of 
office would expire December 31, 1918, and had ample 
opportunity to find a successor for him when he de- 
cided he did not desire to give Mr. Harlan another term. 

Any delay that the President’s indecision may cause 
in the work of the Commission tends to hurt the rail 
roads. Any disagreement among the commissioners 
about granting a loan from the $300,000,000 revolving 
fund, or any disagreement as to the sum on which the 
carriers should be allowed to earn 5.5 or 6 per cent, 
that cannot be ended by a 6 to 2 vote, will tend to work 
against the interest of the carriers. The guaranty ends 
September 1. Rates, loans, and other things of that kind 
ought to be disposed of before that time if the railroads 
are to begin the period of freedom from governmetl! 
control and financing under the most favorable cond 
tions. So long as the commissioners are not able to dis 
pose of disputed questions by a 6 to 2 vote, it is believet, 
the tendency will be to hold back. 
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Questions and Answers 


In this department will be answered questions of both legal and 
practical nature that confront persons dealing with traffic. A specialist 
on interstate commerce law, whois a member Of our legal department, 
will give his opinion in answer, to any simple question relating to the law 
of interstate transportation of freight. A traffic man of long experience 
and wide knowledge will answer questions relating to practical traffic 
problems. We do not desire to take the place of the traffic man but to 
help him in his work. Persons desiring immediate answer by mail or 
wire or a more elaborate treatment of any question—by the citation of 
authorities in a legal opinion, for instance—may obtain this kind of 
private service by the payment of a reasonable fee. The right is re- 
served to refuse to answer in this department any question, legal or 
traffic, that it may appear to us unwise to answer or that involves a 
situation too complex for the kind of investigation herein contemplated. 

Address Questions and Answers Department, 
Traffic Service Bureau, Colorado Building, Washington, D. C. “ 





« 
Suits Not Instituted Within Two Years 


Kentucky.—Question: In reviewing issue of March 20 of 
The Traffic World, we find an item on page 529, caption, “Ex- 
press Company Claims,” which has to do with an item of $87.79, 
claim filed between December 4, 1917, and December 16, 1918, 
with the Adams Express Co. This claim was allowed to hang 
in suspense two years and one day, and on request as to why 
this claim had not been vouchered for when he had submitted a 
letter at a previous date, stating that he was willing to accept 
60 per cent of the original amount as settlement, he was in- 
formed that inasmuch as he failed to file same within the time 
limit of two years and one day that the Adams Express Co.’s 
obligations to the claimant ceased and that they were in no 
way responsible or assumed no liability. 

We unfortunately, or possibly fortunately, have two items 
in suspense with the above mentioned concern. Our claims 
filed April 7, 1917, amount $13.73; March 7, 1917, amount $16.28. 
We are today in receipt of a letter from R. B. Smith, signed 
chief clerk, of the Adams Express Co., stating that inasmuch 
as we did not file suit with them, declined to assume any lia- 
bility whatsoever. 

We would appreciate your advising the writer in your Ques- 
tions and Answers columns as to whether or not there is any 
further handling in connection with obstacles of this kind, other 
than filing suit, as the amounts involved in our case would not 
warrant same, but nevertheless, we feel that the amounts are 
due us, and rather than take their letter of March 16 as final we 
would go to the expense of the amount of the claims to collect 
these two items. Any information that you might have in this 
connection will be fully appreciated. 


Answer: The Cummins amendment of the Act in part pro- 
vides that it shall be unlawful by rule, contract or regulation 
a shorter period for giving notice of claim than ninety days and 
for the filing of claims for a shorter period of four months, 
and for the institution or suits more than two years, and the 
Interstate Commerce Commission, in the matter of Express, 
etc., 43 I. C. C., 510, authorized the express companies to pro- 
vide in the uniform express receipt that suits for loss, damage 
or delay shall be instituted only within two years and one day 
after delivery of the property, or in case of failure to make 
delivery, then within two years and one day after a reasonable 
time for delivery has elapsed. 


But in the recent case of Decker & Sons vs. Director-Gen- 
eral et al., 55 I. C. C., 453, the Commission holds that the de- 
fendants’ bill of lading provisions with respect to the filing of 
claims or the institution of suit on account of loss, damage or 
delay was found not to prohibit the payment of meritorious 
Claims if seasonably filed with the carrier after the two years 
and one day period had elapsed. On page 458 of this report 
the Commission further stated: “While these cases are un- 
doubtedly authority for the proposition that limitations in the 
bill of lading must be strictly adhered to and may not lawfully 
be waived, the provisions of the Cummins amendment above 
quoted do not evidence any intent on the part of Congress to 
erect a statute of limitations barring the payment of seasonably 
fled claims after any given period. These provisions merely 
Prescribe a minimum period to be provided by the carriers for 
fling claims and a minimum period for instituting suit. Nor 
do the bill of lading provisions based on that amendment evi- 
dence any such intent. The bill of lading provides, first, that as 
& condition precedent to recovery certain claims must be filed 
Within a fixed period, and second, that suits, whether on ac- 
count of the above claims or on account of claims not required 
to be filed with the carriers, shall be instituted within two 
years and one day. One of the purposes of these provisions is 
to facilitate prompt investigation of claims and that the car- 
riers may not be required to defend suits brought after the ex- 
Diration of the two-year-and-one-day period. The bill of lading 
does not provide, however, that the filing of suit shall be a 
urther condition precedent to the consideration upon its merits 
or the payment of a valid claim seasonably filed with the car- 
ner. Obviously where the carriers pay such claims, they much 
avoid unjust discrimination in doing so, but the mere act of 
adjusting a claim after two years and one day, where the carrier 
ad not concluded its investigation within that period, cannot 
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fairly be regarded, under the bill-of-lading provisions above 


quoted, as a waiver of defenses open to it. To hold otherwise 
is to say that where the consideration of a claim by a carrier 
is either designedly or unavoidably delayed until after the two- 
year-and-one-day period all liability of the carrier is destroyed, 
notwithstanding the circumstance that the claim may have been 
seasonably filed with the carrier and that the shipper may have 
been led to believe that it would be adjusted, a construction 
which finds no sanction in the languagé actually used and which 
is clearly contrary to the spirit of the provisions and of the act 
of Congress upon which they are based. The purpose of the 
limitation with respect to filing suit is not that the carrier may 
escape liability but that if called upon to defend a suit the suit 
must be instituted within the period specified.” 

If the express companies on your calling their attention to 
the aforesaid decision continue to refuse to pay your claims, 
then your only redress is by suit in the courts, since the Inter- 
state Commerce Commission has no power to compel the carriers 
to pay damage claims. 


Delivery to Non-Agency Stations 


Pennsylvania.—Question: Will you kindly advise the lia- 
bility of a carrier for loss or damage of shipments consigned 
to non-agency or prepaid stations? We are aware of the fact 
that the conditions of the bill of lading relieve the carrier 
of responsibility on shipments consigned to prepaid stations, but 
it appears to me that some time ago there was an article in an 
issue of The Traffic World that stated that, according to the 
law, the carrier was responsible for the safety of shipments re- 
gardless of whether to a prepaid or collect station. If you can 
furnish information in reference to this matter, same will be 
greatly appreciated. 

Answer: The revised standard form of bill of lading con- 
tains a provision reading: “Property destined to or taken from 
a station, wharf or landing at which there is no regularly ap- 
pointed freight agent shall be entitled at risk of owner after 
unloaded from cars or vessels or until unloaded into cars or 
vessels, and, except in case of carrier’s negligence, when re- 
ceived from or delivered on private or other sidings or on such 
wharves or landings, shall be at owner’s risk until the cars are 
attached to and after they are detached from trains or unloaded 
into and after unloaded from vessels.” This provision was con- 
sidered by the Interstate Commerce Commission in the matter 
of Bills of Lading, 52 I. C. C., 714, and the ruling of the Com- 
mission was that inasmuch as the liability of a railroad com- 
pany as a common carrier continues after the arrival of the 
goods in a freight yard at the city of their destination until they 
have been placed at the disposal of the consignee, although 
the bill of lading provides that the carrier shall not be liable 
after the arrival of the goods at their destination, yet that the lim- 
itation proposed by the carriers would be in violation of the 
Cummins amendment, and that therefore “we find that the pro- 
posal expressed in italics is and would be unreasonable and 
should be omitted.” That part expressed in italics reads as 
follows: “Except in case of carrier’s negligence, when received 
from or delivery on private or other sidings or on such wharves 
or landings shall be at owner’s risk until the cars: are attached 
to and after they are attached from trains or unloaded into and 
after unloaded from vessels.” 

It might be well to mention that the various orders made 
in this case had been taken to the United States Supreme 
Court by the carriers on appeal, and that the same are still 
pending before that court. 


Demurrage on Cars Held in Outer Yards 


Illinois —Question: Will you kindly advise through The 
Traffic World if you know of any ruling covering the following 
case: Carloads consigned to us at public team tracks are held 
up in the outer yards for two or three days before being set. 
Demurrage is charged after twenty-four hours from date of ar- 
rival. Demurrage Tariff I. C. C. No. 4, issued by J. E. Fairbanks, 
agent, Rule 5, Section B, applies. 

The railroad simply says that the track is loaded, there- 
fore demurrage should apply. In our opinion, this rule in un- 
reasonable. Kindly note Rule 3, Section C-1, of this tariff, also 
2 in the same section. Our cars are all unloaded within ten 
hours after being placed. Is there any rule which you know of 
or any ruling which will eliminate the demurrage charges? 

Answer: When delivery cannot be made on designated 
public team track on account of such track being fully occupied, 
carrier should send notice that delivery will be made at the 
nearest available point to the consignee, naming the point, 
and such delivery shall be made unless consignee shall before 
delivery indicate a preferred available point, in which case the 
preferred delivery will be made. (See Rule 5, Section B-1, J. E. 
Fairbanks’ I. C. C. No. 4.) Time will be computed from the 
first 7:00 a. m. after the day on which notice of placement has 
been sent or given to consignee, or party entitled to receive 
same. (See Rule 3, Section C-1.) 

However, in the event consignee or party entitled to receive 
shipment serves notice upon the railroad of refusal to accept 
delivery at the point named in notice sent or given in accord- 
ance with paragraph 1 of Rule 5, Section B, the car will be held 
awaiting opportunity to deliver on the especially designated 
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track. 
from the first 7:00 a. m. after the day on which notice as re- 
quired by Rule 5, Section B-1, is sent or given to the consignee 


(See Rule 5, Section B-2.) Time will be computed 


or party entitled to receive same. (See Rule 3, Section C-2.) 

See article on page 326, Traffic World of February 21, 1920, 
covering Docket 10391, Roessler & Hasslacher Chemical Co. vs. 
B. & O. et al., opinion No. 6054, 56 I. C. C., 441-3. The above 
mentioned case covers a similar situation and the Commission 
rules that demurrage charges assessed were illegal. 


Application of Rates on Slate 


New York.—Question: We are noting below two items on 
which there is some difference of opinion as to the correct 
application of rates applying therewith. Mr. E. contends the 
words “other than above” to mean crushed and ground slate 
shipped in any manner, and second item would not apply on 
this commedity when shipped in bulk. Mr. F., on the other 
hand, asserts the words “other than above” applies only to 
crushed and ground ‘slate, in barrels or bags, in carloads from 
point A to point B, and claims that the second item will cover 
rates on slate, crushed and ground, in barrels or bags, in car- 
loads from point A to points C and D, and on crushed and 
ground slate, in bulk, in carloads from point A to all points of 
destination, namely, B, C and D. 

The items in question read as follows: 


Commodity From To Rate 
Slate, crushed and ground, in barrels 

GP DOGG, TH CRINIREB. oc ccccccsccccce A B 25c per 100 lbs. 
Slate and slate articles, other than 

Se We GE 6 sb neererccerweaes A B,C,D  30c per 100 Ibs. 

Answer: The second item will apply on slate, crushed or 


ground, in bulk from A to B, C and D, but will not apply on 
slate, crushed or ground, in barrels or bags, from A to C and D. 

The words “other than above” restrict the application of 
second item so that it will not apply on crushed and ground 
slate, in bags or barrels, in carloads from A to B, C and D but 
does permit the second item to apply on crushed and ground 
slate, in bulk, in carloads from A to B, C and D. The words 
“other than above” refer to commodity description, including 
manner in which commodities are prepared for shipment, but 
do not take into consideration the points of origin and desti- 
nation named in first item. 


Payment of Claims 


Missouri.—Question: Will you please advise us through the 
columns of your valued paper, as soon as possible, relative to 
the responsible party on a claim which had its origin with the 
Evansville & Indianapolis Railroad in February, 1918? The re- 
ceiver, as well as the freight claim agent of the E. & I. Rail- 
road, contend that federal control began as of January 1, 1918, 
in accordance with the President’s proclamation of December 
26, 1917, which proclamation was confirmed by the Act of Con- 
gress March 21, 1918. The U. S.- Railroad Administration has 
refused to permit the freight claim agent of the E. & I. Rail- 
road to adjust for federal accounts claims accruing prior to 
June 1, 1918, because the division of law of the U. S. Railroad 
Administration contends that such claims are for the account 
of the corporation and must not be charged to federal operations. 
The result is that we are unable to collect our claim simply 
because there is a difference of opinion as to when federal con- 
trol of the Evansville & Indianapolis Railroad became effective. 
We would like to know what, in your opinion, our rights are in 
the matter, and against whom, whether the Railroad Adminis- 
tration or the receiver for the E. & I. Railroad. We would like 
to have your valued opinion as to what action you think we 
should take in the matter at the earliest possible date. 

Answer: In our opinion, the claim should be paid by the 
Railroad Administration, as it is our view that notwithstanding 
the fact that the general counsel of the Railroad Administrtaion 
sent out notices of relinquishment as to certain lines on June 1, 
1918, there was no authority for such action in the Federad Con- 
trol law, and that if the matter is brought before a court the 
action of the general counsel will not be upheld. 

Payment of Taxes 

Virginia.—Question: Contained in Public—No. 254—65th 
Congress, is an act to provide revenue, on page 51, Section 501, 
reading as follows: “The taxes imposed by Section 500 shall 
be paid by the person paying for the services or facilities ren- 
dered.” We are selling our goods f. o. b. Richmond, allowing 
freight charges on our invoice to customer as published by 
carriers and filed with the Interstate Commerce Commission. 
Has there ever been an opinion rendered as to whom should pay 
the war tax on these shipments? 

Answer: Article 110 of Regulations No. 49 (Revised) of the 
Treasury Department provides that all taxes imposed by Section 
500 shall be paid by the person from whom or from which the 
carrier collects the charges for the services or facilities ren- 
dered. The method of adjusting transportation expenses be- 
tween the buyer and seller, or the consignor and the consignee, 
is a matter of private contract over which the government has 
no jurisdiction. 

Loading of Heavy and Bulky Less-Carload Shipments 


indiana.—Question: We have quite a few less-carload ship- 
ments of over 36 feet in length. Some of these shipments weigh 
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eight, ten and twelve thousand pounds and it is not cheaper to 
use carload rating than less-carload. If we take these ship. 
ments to the local freight house, which is a small affair, and they 
do not have facilities for handling these shipments, it is an 
awful burden on the carrier. Can we load this freight for them 
L. C. L. and get the L. C. L. rating and actual weight or must we 
take it to the freight house and let them load it? Some of this 
steel is over forty feet, and we would like to have your opinion 
what class and weight they would charge us for this service. 

Answer: The rule covering class of shipments in ques. 
tion is Rule 27, Section 2, Consolidated Classification, which 
reads as follows: “Owners are required to load into or on cars 
heavy or bulky freight for forwarding by rail carriers, and to 
unload from cars heavy or bulky freight received by rail car- 
riers, carried at less than carload ratings, which cannot be 
handled by the regular station employes or at stations where 
the carrier’s loading or unloading facilities are not sufficient 
for handling.” Shipments handled in the above manner are 
entitled to the L. C. L. rating and actual weight unless the rate 
applicable is subject to a minimum weight which is in excess 
of the actual weight. 


Freight in Excess of Full Carloads 


Missouri.—Question: We shall be obliged if you will give 
us your opinion through the columns of your valued paper as to 
the proper application of freight charges in the following case: 
For an illustration we will suppose that we are manufacturers 
and shippers of a certain commodity which takes a minimum of 
30,000 pounds in the Officitl Classification Territory and 40,000 
pounds in Western Classification Territory, and on account of 
the nature of the commodity and the size of the packages into 
which it is put up it requires at least a 40 or 50-foot car in order 
to be able to load the minimum weight in a car. In ordering 
our loading equipment we would specify, say, a 40 or 50-foot car, 
but in case the carriers would be unable to furnish the size of 
car ordered promptly, they would furnish for their convenience 
two smaller cars in lieu thereof. Now supposing we loaded 
these two cars out either in Official or Western Classification 
Territory, and we were unable to load the minimum in either 
car, what would be the proper basis for the collection of freight 
charges? There is a provision for a “two for one” shipment in 
Circular 1-N of Western Trunk Lines Tariff I. C. C. A874, in 
Western Classification Territory, on light and bulky articles, 
but we will suppose that the commodity we are shipping does 
not come under the light or bulky provision. 

In Administrative Ruling No. 66 of Tariff Circular 18A the 
Commission says that it is the duty of carriers to provide rea- 
sonable facilities for transportation, and if they cannot furnish 
equipment to move the carloads provided for in their regula- 
tions it is clearly their duty to provide some other means of 
transporting as one shipment, and at the rate named therefor, 
such carload weight when tendered by shipper. 

It is our contention that a shipper should not be penalized 
for the failure of carriers to furnish the kind of equipment or- 
dered, and that in case of this kind charges should be applicable 
on basis of minimum weight provided for on a car of the size 
ordered; all weight in excess of the minimum to be charged 
for on the basis of the carload rating. We have been informed, 
however, that the proper basis for the collection of freight 
charges in cases of this kind is: The first car is rated at the 
actual or authorized estimated weight, subject to the estab 
lished minimum weight, and at the carload rating applicable, 
and the second car or “trailer” is rated at the actual weight of 
material loaded therein and at the carlead rating. This, in our 
opinion, would be unreasonable, as manifestly it is not equitable 
of proper to require the would-be shipper to pay additional 
transportation for the privilege of using a car of a different size 
or capacity from that which would suit his shipment or forego 
entirely his desire to ship. We wish you would give us your 
opinion as to the proper application of freight charges in cases 
of this kind, and also refer us to tariff authority. 

Answer: In the absence of a provision for a graduated 
minima in connection with the shipment of the commodity 1 
question, there is no basis upon which to access charges on 4 
car of the size ordered, therefore the rule you would apply Cal: 
not be used. The proper rule to apply is Rule 24 of the Cor 
solidated Classification, which provides for the assessment of 
charges as outlined in the fourth paragraph of your letter, which 
you state you have been informed is the proper basis. 


Emergency Rule Covering Minimum Weights on Grain and 
Grain Products 


Nebraska.—Question: Referring to the emergency rule 
covering minimum weights on grain and grain products. This 
rule provides 60,000 pounds minimum, except when marked 
capacity of car is less the marked capacity will apply on grail 
products. On grain, minimum weight marked capacity of cal. 
except where marked capacity is less than 40,000 pounds, 12 
which case minimum weight will be 40,000 pounds per car. Grail 
can be loaded to within 24 inches of roof for the purpose of 
inspection, or when loaded to proper grain line of cars so marked, 
actual weight will apply. We understand this rule to apply 
bulk grain, but are in doubt as to what minimum will apply 
sacked grain. The same minimum weight could not apply 0% 
bulk grain as on sacked grain. In our opinion, the same com 
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ditions surround sacked grain as on grain products and the mini- 
mum weight on grain products should govern sacked grain. 

For example, we ordered an 80,000-pound capacity car for 
800 75-pound bags of corn and 100 100-pound bags of cracked 
corn, 70,000 pounds, and the railroad company charge us on the 
pasis of 80,000 pounds. We do not understand how we could 
have gotten 70,000 pounds of sacked grain into a smaller car and 
we do not think that we should have to pay for 80,000 pounds. 
On another shipment of 800 75-pound bags of whole corn, 60,000 
pounds, we ordered an 80,000-pound capacity car for the reason 
that we believed we would be unable to load the conteits into a 
smaller car. The car that was-furnished to us was a small one, 
80,000-pound capacity, inside measurement 36 ft. 6 in. wide, 8 ft. 
high. The railroad company have charged us on the basis of 
80,000 pounds. 

Answer: Rule on grain reads as follows: On grain, all 
kinds, minimum weight marked capacity of car, except where 
marked capacity is less than 40,000 pounds, in which case mini- 
mum weight will be 40,000 pounds per car. (See note.) 

Note.—When grain is loaded at point of origin to within 24 
inches of roof, at side walls of car for the purpose of federal, 
state, board of trade or grain exchange inspection (notation to 
that effect being inserted in the bill of lading by shippers), or 
when grain is loaded to proper grain line of cars so marked or 
when car is loaded to full space capacity, actual weight will 
apply. 

Above rule will apply on sacked grain as well as bulk grain. 
On car of 800 75-pound bags of corn and 100 100-pound bags 
of cracked corn, total 70,000 pounds, charges should be assessed 
on basis of 80,000 pounds (the capacity of car ordered by you), 
unless car was loaded to full space capacity, in which event 
actual weight should be applied. On car of 800 75-pound bags 
of whole corn, total 60,000 pounds, charges should be assessed 
on basis of 80,000 pounds (the capacity of car ordered by you), 
except when car is loaded as outlined in note referred to above, 
in which event actual weight should be applied. 

The first car is a mixed carload of grain and grain prod- 
ucts, and is therefore subject to rule for minimum weight on 
mixed carloads, which provides that when the weight of the 
grain exceeds 33%4 per cent of the total weight, the grain mini- 
mum weight will apply, except when car is loaded to full space 
capacity, the actual weight will apply. 


Heated Car Service 


Wisconsin.—Question: Will be pleased to be favored with 
your views in the Questions and Answers column of The Traffic 
World regarding the liability of carriers under the following 
circumstances: A manufacturer of canned vegetables in Wis- 
consin orders and loads a box car with canned vegetables and 
bills same to a destination in Ohio, under through rates carried 
in Agent Boyd’s tariff 49-J, which tariff makes reference to 
Agent Boyd’s circular No. 12-G, providing rules and regulations 
regarding refrigeration, heating, etc., of perishable freight. The 
shipment was made during the month of November and there- 
fore occurred during the period stipulated in this tariff, 
during which service protecting freight from frost is provided. 
Item 800 in circular 12-G is applicable so far as the movement 
from the Wisconsin shipping point to Chicago is concerned, and 
beyond Chicago the eastern lines do not provide any protective 
service. It stipulates that the shipper must specify on his 
order for empty cars, or in such other manner as is provided 
by the carrier, whether he desires to make his shipment under 
option No. 1 or under option No. 2. Under option No. 1 the 
protection of the property is assumed by the shipper and under 
option No. 2 the protective service is assumed by the carrier, 
and charges for such service are provided. It further stipu- 
lates that the shipper must indorse the bill of lading to indi- 
cate whether the shipment is tendered under option No. 1 or 
option No. 2, and that such indorsement must be made by 
the agent on the waybill. Furthermore, if the shipper neglects 
or refuses to specify regarding the character of service desired, 
item 800 provides that the shipment will be transported subject 
to all the terms of option No. 2 and that the agent at point of 
origin shall enter on the bill of alding and waybill the following 
indorsement: “Option No. 2, protective service assumed - by 
carriers.” 

In this instance the shipper did not specify what character 
of service was desired, nor did the agent at point of shipment 
make any indorsement on the bill of lading, nor were any 
charges assessed for the protection of shipment by the carrier. 
In other words, this carload consignment of canned goods was 
handled in the ordinary manner of dead freight without any 
protective service being requested by the shipper or furnished 
by the carriers, and as a result the shipment arrived at des- 
tination frozen. 


Shipment being loaded in a box car, it was, of course, im- 
Possible for the carrier to install heaters such as could have 
been put into the ice bunkers if a refrigerator car had been 
loaded, and it is also assumed that the canned goods were so 
loaded in the ear that heaters could not have been installed 
without shifting or unloading a part of the canned goods. 

tom the above it is clear that neither the shipper nor the 
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carrier complied with the provisions of the tariff, and the ques- 
tion arises, should the carrier have refused to execute bill of 
lading until the shipper stated in writing whether he would 
assume the protection or the entire risk because of failure to 
protect, or whether the carrier should assume the protection 
under the charges provided for this service. Furthermore, hav- 
ing failed to require such expression from the shipper, did 
the carrier assume the full liability for failure to protect this 
shipment from frost, so far as the movement from the Wis- 
consin loading point to Chicago is concerned? 

Answer: Where a carrier undertakes to carry perishable 
freight, it must provide the facilities for safe carriage of such 
goods. In this instance the carrier’s tariff provides for two 
kinds of service in the shipment of perishables, under which 
the shipper could assume responsibility for damages caused by 
frost or by paying an increased rate, could require the carrier 
to assume the responsibility. The shipper should have speci- 
fied which service he desired, but in view of the provisions 
of the tariff to the effect that the carrier would protect the 
shipment, in the event that the shipper refused or failed to 
state which option he desired to take advantage of,. the carrier, 
in our opinion, is liable for the loss of the shipment. See St. 
Louis, ete., R. Co. vs. Renfroe, 100 S. W. 889; Beard vs. I. C. 
R. Co., 44 N. W. 800; I. & G. N. vs. Welbourne, 113 S. W. 780; 
Missouri, etc., R. Co. vs. McLean, 118 S. W. 161. 


Delivery Without Production of Bill 


Indiaira.—Question: On February 1, 1919, Mr. Brown shipped 
from Baltimore, Md., an L. C. L. shipment of machinery con- 
signed direct to Mr. Gray at Indianapolis, Ind., covered by a 
straight bill of lading. On February 15 agent of the delivering 
carrier at Indianapolis, Ind., notified Mr. Gray that the ship- 
ment had arrived, and that he had a telegram from Mr. Brown 
instructing him to withhold delivery to Mr. Gray until Mr. Gray 
had taken up original bill of lading with draft, which had been 
mailed to a bank at Indianapolis, and that he he would not 
deliver the shipment until bill of lading was surrendered. 

It is our contention that the moment a railroad receipts a 
straight bill of lading, the property represented thereon be- 
comes the property of the consignee, so far as the carriers are 
concerned, and that the carriers cannot legally withhold delivery 
unless the consignee is insolvent or bankrupt. 

Answer: Section 8 of ‘the Pomerene bill of lading act pro- 
vides in part that a carrier, in the absence of some lawful 
excuse, is bound to deliver goods upon a demand made by the 
consignee named in the bill for the goods, if such demand is 
accompanied by an offer in good faith to satisfy the carrier’s 
lawful lien upon the goods, and that in case the carrier refuses 
or fails to deliver the goods in compliance with a demand by 
the consignee, the burden shall be upon the carrier to establish 
the existence of a lawful excuse for such refusal or failure. 
Section 9 provides in part that the carrier is justified, subject 
to the aforesaid provision, in delivering goods to one who is 
the consignee named in a straight bill for the goods. 

So that while the carrier would be justified in delivering 
to consignee Brown, the shipment described above covered by 
a straight bill of lading, even though requested by the shipper 
not to do so until bill of lading was surrendered to the carrier, 
yet the carrier may refuse to do so upon establishing the exist- 
ence of.a lawful excuse for not doing so. As carriers are bound 
at their peril to deliver property to the person entitled, they 
will be protected in refusing to deliver until they have had an 
opportunity to determine whether the person demanding the 
property is entitled to receive it. Michie on Carriers, Vol. 1, 
section 839. In the case of Schlichting vs. Chicago, etc., R. Co., 
96 N. W. 959, 121 Iowa 502, where a shipper of goods telegraphed 
to the connecting carrier that he hold the bills of lading and 
that no delivery should be made until bills of lading were sur- 
rendered, the carrier thereupon refused to deliver the goods. 
Subsequently the shipper wrote a letter, addressed to the con- 
necting carrier, recalling the order in fhe telegram and directing 
a delivery without the bills of lading. The consignee presented 
the letter to the carrier at its office at the place of destination, 
but the carrier refused to deliver because the bills of lading 
were not produced, but delivered them on production of the 
freight receipts. The court held that the carrier was justified 
in refusing. to deliver and, therefore, not liable to the shipper, 
for the damage to the goods, caused by the delay in the delivery. 


Party to File Claims. Suits Within Two Years 


Indiana.—Question: On October 20, 1917, we forwarded 
shipment via Wells Fargo Express to a consignee in-New York 
City, who advised on November 12, 1917, that shipment had 
not been received. On November 16, 1917, we asked local agent 
to start tracer, which tracer also acted as a notice of intended 
claim, referring to I. C. C. rule 456 of March 2, 1914. 

We filed claim April 10, 1918, and the consignee advised 
us, April 1, 1919, that they had filed claim and in the meantime 
considerable correspondence with carrier had passed back and 
forth. A short time before the two years expired we wrote 
consignee, asking if they intended to continue their claim to a 
conclusion and if it would be satisfactory for us to withdraw 
our claim. We received reply dated October 13, 1919 (which 
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was seven days short of two years from date of shipment) ad- 
vising us that they had not received merchandise or settlement 
and that they would continue their claim until full settlement 
had been made, also stating that our interest in the matter 
would be very much appreciated. Thinking they intended to 
handle the matter, we did not do any more regarding it, and so 
consequently the two years expired without a suit filed by us. 

We have just received notice from the consignee that their 
claim has been declined, presumably because their claim was 
not filed within the four months’ period, and inquiring what we 
will do for them to enable them to collect from express com- 
pany. We would like to know if our notice of intended claim 
protected the consignee and if there is anything that we can do 
to effect settlement of claim? We would also like to know, that 
if, in accordance with custom or on a legal basis, the consignee 
is the right and legal person to file claim, does the consignor, 
when filing claim or notice of claim, act as the agent for the 
consignee? 

Answer: Any person having a special interest in the ship- 
ment, lost or damaged, has a right to file a claim or institute 
a suit; that is, one having a beneficial interest may maintain 
an action. Rule 510, Conference Rulings Bulletin 7, the Inter- 
state Commerce Commission said that either the shipper, con- 
signee or the lawful holder of the bill of lading may file a claim 
for loss, damage or delay. 

If, therefore, you did not withdraw your original claim filed 
against the express company on November 16, 1917, you have 
the right to maintain an action against the carrier, even though 
the consignee, as the actual owner, has defaulted in such right. 

As to the stipulation that requires claimants to institute 
suits within two years and one day, see our answer to “Ken- 
tucky,” as published above. 


Consignee’s Right of Inspection 


West Virginia—Question: We receive a car of produce, 
such as cabbage, apples and potatoes, which is consigned to 
order and same is not allowed inspection or the bill of lading 
does not specify inspection allowed. Can we inspect this car 
before paying the draft? It is our contention that the common 
point of law would permit an inspection, especially if a car of 
commodities named above would be in transit long enough, 
which would likely cause damage. If you can cite us to an 
opinion and give us the number of same it will greatly help us, 
as we are forced to pay each and evéry draft even before the 
cars are spotted. 

Answer: In our answer to “Missouri,” as published on page 
548 of September 6, 1919, issue of The Traffic World, we ex- 
pressed the following opinion: “The courts are very liberal in 
their views regarding the carrier’s right to afford the consignee 
the opportunity to inspect a shipment, especially when con- 
signed on order, and where the consignee may desire to examine 
the quality of the goods to ascertain if it answers to the quality 
of goods ordered by him before taking up the draft in payment 
of the same. 

Hutchinson on Carriers; Third Edition, Volume 2, section 
733, says: “The consignee is entitled to an opportunity to in- 
spect the goods, and this opportunity the carrier is bound to 
afford him, even though he may have instructions not to deliver 
them until they are paid for. The carrier may even permit the 
consignee, upon depositing with him the charges upon the goods, 
to take them away, with the understanding that, in case they 
do not answer to the quality of goods ordered by him, he may 
return them and take back his money.” 

Michie on Carriers, Volume 1, section 845, says: “After 
goods have arrived the carrier must give the consignee a rea- 
sonable opportunity to inspect.” In the case, Clark vs. Masters, 
14 N. Y. Super. Ct. 177, it was held that if the consignee cannot 
examine the goods without unloading, the carrier is bound to 
unload the cargo at his own expense, and place it in such a 
position that the consignee may exercise these rights, before 
he can claim his whole freight. Also the Interstate Commerce 
Commission said, in the “Reconsignment Case, 47, I. C. C. 641, 
that inspection is a necessary and valuable commercial adjunct 
of the marketing of commodities, and the stoppage and neces- 
sary detention of shipments for the purpose is a reasonable and 
proper service.” 


Surrender of Bill of Lading in Partial Delivery 


Michigan.—Question: We have carefully noted your answer 
to “Winnipeg” relative to surrender of bill of lading on partial 
delivery in your issue of February 7, page 253. On shipments 
arriving free astray which are plainly marked to this concern 
that were short previously on the original shipment are deliv- 
ered to us without surrender of bill of lading or invoice, provid- 
ing our local freight agent has a record of this shortage; how- 
ever, in cases where a shipment arrives without billing and 
agent has no record of shortage, he requests that we furnish 
proof of ownership; that is, namely, a bill of lading or invoice, 
even though shipment bears shipper’s and consignee’s names 
and addresses. 

In several cases when the shipments arrive the material is 
badly needed for production, and shippers have failed to forward 
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bill of lading or invoice, therefore, causing us to correspond 
with them for these documents in order to prove to agent that 
shipment is for this concern—it not being the actual intention 
of agent to secure proof of ownership, but to enable him in 
writing forwarding agent for regular billing which will eliminate 
his overages and avoid waybills being added to his accounts, 
We are attaching copies of two letters from auditor of one rail- 
road, which, you will note, are contradictory of one another. 

We wish you would kindly advise if there is any ruling 
which could be quoted that would force the railroads to deliver 
shipments which arrive without billing that bear plainly the 
shipper’s and consignee’s names and addresses with the col- 
lection of charges from point of shipment without the presenta- 
tion of bill of lading or invoice. 

Answer: As was stated in our answer to “Winnipeg,” a 
carrier may refuse to deliver goods to a party claiming them 
when it has reason to doubt the identity of the party, and in 
our answer to “Indiana,” published above, you will find that by 
the provisions of the Pomerene bill of lading act, and the weight 
of certain court decisions, a carrier is justified in refusing to 
deliver goods to the consignee upon establishing the existence 
of a lawful excuse for doing so. A carrier will be protected 
in refusing to deliver until it has had an opportunity to deter- 
mine whether the person demanding the property is entitled to 
receive it. But when the goods are plainly addressed to a given 
party, which party is well known to the carrier’s agent, and the 
latter refuses to deliver without the surrender of the bill of 
lading merely to perpetuate or facilitate his shipping records, 
and not for the purpose of identifying the person claiming the 
goods, or establishing ownership therein, then the carrier’s re- 
fusal to deliver is not warranted. 

Refund of Express Charges 


Michigan.—Question: Under date of February 24, 1920, we 
filed a claim with the Michigan Central Railroad, of this city, to 
cover damage on a shipment of step-ladders from Watervliet, 
N. Y. Included in the claim was an item of $1.38, to cover ex- 
press charges, which we paid, on repair parts, necessary to run 
these step-ladders in a salable condition. The above-mentioned 
carrier has returned our claim, asking that we eliminate the 
item, as they are not liable for these charges, quoting as their 
authority, item 2, section 3, of the original bill of lading, which 
reads as follows: “The amount of any loss or damage for which 
any carrier is liable shall be computed on the basis of the value 
of the property, at the place and time of shipment under this 
bill of lading, including the freight charges, if paid.” 

The writer does not construe this to mean that the trans- 
portation companies are relieved of the liability of charges in- 
curred, incident to replacing damaged parts. When, through 
negligence on the part of the employes’ of the transportation 
companies, the shipment becomes damaged, why are they not 
liable to the cost of replacement of spare parts? 

Answer: The express company is under no duty to refund 
charges on express shipments, lost or injured. We have fully 
reviewed this subject in our answer to “Illinois,” published on 
page 623 of the April 3, 1920, issue of The Traffic World. 


Right of Inspection 


Pennsylvania.—Question: A shipment was offered as a sight 
draft shipment, and so signed for by railroad agent. The clerk, 
in issuing the waybill, made it a straight consignment in error. 
Car arrived at destination; consignee examined the lading and 
refused. On the theory that consignee was privileged to make 
an examination before paying the freight charges on this ship- 
ment, shippers contend that the erring road is responsible for 
whatever freight eharges followed in making the reconsignment 
to some other point. It is the contention of carrier that it mat- 
tered not whether it was billed as a straight shipment or as 
a sight draft shipment—it would not affect the goods as far as 
the refusal was concerned. The question is, whether the erring 
carrier is responsible for the freight charges that followed? 

Answer: For the reasons stated in our answer above to 
“West Virginia” it is our opinion that the carrier is not respon- 
sible for the charges incurred in reconsigning the shipment in 
question. Further, in the case of Miller & Co. vs. C. St. P. N. & 
O. Ry. Co., unreported opinion A-462, a bill of lading contained 
the following clause: ‘Hold Chicago for inspection. Allow it- 
spection.” The shipment was not held and it reached its origi- 
nal destination before reconsignment instructions were received. 
The Interstate Commerce Commission held that charges col- 
lected were not unreasonable. 


Measure of Damages for Conversion 


Massachusetts.—Question: The American Railway Expres* 
Company’s claim bureaus are passing on claims in accordance 
with general instructions issued by the ranking official of that 
branch of the service, and claimants are frequently not obtail- 
ing a disposition of their claims according to recognized pri 
ciples, if the particular feature involved does not happen (0 
be specifically or perhaps thoroughly covered. The followiné 
is an illustration: cs 

We hold a receipt dated December 2, 1918, for one box, % 
pounds, which contained EH brass flanged steam cocks, coh 
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signed, to Providence, R. I. 
correspondent of the American Railway Express Company in- 
formed us on March 2, 1919, that the shipment was delivered 


In response to our inquiry, the 


to consignee December 6, 1918, and signed for. The matter was 
then taken up with the consignee, who denied the signature. 
On July 12, 1919, we received a postal card notice from the agent 
of the American Railway Express Company at Providence to 
the effect that the shipment had been recovered from another 
company, a, firm in every way foreign to the transaction, but 
that the consignee refused to accept the shipment. This was 
because the ship for which the valves were intended had then 
been completed; furthermore, the material was made under 
specifications for that particular job. 

The above facts are of record and are not disputed by the 
earrier. The material was returned to us for salvage, the agreed 
amount being applied against the total of our claim. The Amer- 
ican Railway Express Company then offered us $50, explaining 
that this sum represented the limit of their liability, as the ship- 
ment carried no declared value, and weighed but 95 pounds, 
the amount of our claim, less salvage, being in excess of $50. 
We maintain that the American Railway Express Company, be- 
ing guilty of conversion, is liable for the invoice value of the 
material, less salvage, of course, and that limitation of liability 
does not offer immunity for an offense of this character, if 
proven—in this instance the evidence is conclusively established 
by correspondence from their own agents. 

Answer: Prior to the act to regulate commerce and the 
decisions of the United States Supreme Court to the effect that 
the published tariff rules and regulations of the carriers are 
to be considered the real contract between them and the ship- 
pers and cannot be deviated from, reports generally held that 
even though it is provided in the contract of shipment that the 
carrier will not be liable in case of loss for more than a certain 
sum, to which it is stipulated the goods are valued, yet when 
the carrier has converted the goods, it will be deemed to have 
thereby abandoned the contract of shipment, and it cannot there- 
after insist on a stipulation that its liability shall be limited 
to a certain sum at which the goods are valued. But under 
the Cummins amendment, and the United States Supreme Court 
decisions, where a carrier has duly published rates dependent 
upon the value of shipments declared or agreed upon, such 
value will be the measure of its liability no matter whether 
the loss resulted from the gross carelessness or fault of the 
carrier. 

Demurrage in. Reconsigning Shipment 

Michigan.—Question: A car of coal arrived at Detroit con- 
signed to a certain coal company, which was reconsigned by 
them to us for delivery on May 23, 1917. The railroad company 
claim they notified us on this car May 24 and that we did not 
give them orders to place same until June 2. Car demurrage 
accruing, $15. We have a siding on the railroad and when the 
car was reconsigned to us we thought that was sufficient orders 
to place on our siding. We did not receive any notice, nor did 
we give any orders on this car or any other car consigned to 
us, as they are always placed on our siding without order. 

We would thank you to advise us if the railroad company 
is correct in assessing these charges against us. 

Answer: It has been held by the Interstate Commerce Com- 
mission that if the carrier can show by its records that it mailed 
notice of arrival of car to the consignee, which notice was not 
received by the consignee, that the carrier’s duty was performed 
when it placed notice in the mail, since the carrier could not 
be held responsible for any default of the postal authorities. 
Ohio Iron and Metal Co. vs. E. J. & E. Railway Co., 34 I. C. C. 75. 

Rule 4, section “C” of the National Car Demurrage Rules, 
requires a carrier to deliver car upon private or industrial inter- 
change tracks, or to give a written notice to the consignee of 
its readiness to so deliver. The carrier is not required to do 
both. In the explanatory column of this rule, it is required of 
the carrier to retain copies of notices given and further provides 
that when the address of the consignee does not appear on the 
billing and is not positively known, the notice of arrival must 
be addressed to the billed destination of the shipment and de- 
posited in the United States mails. 

As the shipment in question was a consigned one, it is our 
opinion that if the carrier can prove that it mailed notice of 
arrival to your usual address, the demurrage charge stated was 
lawfully assessed. 


Consolidated L. C. L. Shipments 


Indiana.—Question: Rule 6, section 2, of the Consolidated 
Freight Classification No. 1, I. C. C. OC-45, effective December 
30, 1919, provides that “each package, bundle or loose piece of 
freight must be marked plainly, legibly and durably—showing 
the name of only one consignee or only one station, town or city 
and state to which destined.” 

Section 1 of the same rule provides: “If these requirements 
and specifications are not complied with, freight will not be 
accepted for transportation.” Rule 7 provides that “the name 


of only one shipper and one consignee and destination shall 
appear on the shipping order or bill of lading” for straight con- 
Ssignments. 
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A shipment consisting of 10 packages covered by one bill 
of lading and billed to one consignee at one destination is made. 
Upon arrival at destination it is found that each package is 
marked for consignee “A,” but nine of the ten packages are 
marked Consignee “A” for “B,” “C” or other parties, the appar- 
ent intention being to avoid payment of minimum charge. 

Under rule 2, which covers sections 1 and 2 of the act to 
regulate commerce, certain penalties are provided for “the car- 
rier, his officer or agent or any person acting for or employed 
by such corporation, who assists knowingly or willfully or who 
willfully suffers or permits any person or persons to obtain 
transportation of property at less than the regular rate then 
established or in force on the line of transportation of such 
common carrier.” Also, “Any person, corporation or company 
or officer thereof who shall deliver property for transportation 
to any common carrier subject to provisions of this act, or for 
whom as consignor or consignee any such carrier shall transport 
property who shall knowingly or willfully, directly or indirectly, 
himself or by employe, agent, officer or otherwise—by false 
statement or by any other device or means whether with or 
without the connivance of the carrier, its agents or officers, 
obtain or attempt to obtain transportation for such property at 
less than the regular rates then filed and in force on the line 
of transportation.” 

In view of the fact that there is a widespread custom among 
shippers to consolidate small shipments in the manner above 
indicated, we would like to know whether or not this is not a 
violation of the act to regulate commerce, as indicated in rule 
2, our understanding being that it is such violation, and would 
render both shipper and carrier liable to fine under the act to 
regulate commerce. 

Answer: While it is true that the manner in which the 
shipments in question are made has in some instances, no doubt, 
the effect of avoiding the payment of the minimum charge on 
L. C. L. shipments, in view of the Commission’s decision in 
Docket 1280, California Commercial Association vs. Wells Fargo 
& Co., 14 I. C. C. Rep. 422, followed in Docket 1228, Export Ship- 
ping Co. vs. Wabash R. R. Co. et al., 14 I. C. C. Rep. 437, we 
are of the opinion that such a practice is not in violation of the 
act to regulate commerce. 

On page 428 of the decision in Docket 1280 the Commission 
said: “Stress is laid by the defendant upon those provisions 
of the law which make it a misdemeanor for a carrier or a ship- 
per ‘by any device’ to evade collection or payment of the car- 
rier’s legally fixed tariff rates; and the use of a forwarding 
agent, such as the complainant, it is argued, is a device by which 
the ‘real shipper,’ the owner of the property, obtains the benefit 
of a rate not legally applicable to the traffic transported. The 
law is broad, clear, and explicit upon this point. It is needless 
to quote here the many passages of the Hepburn act and of 
the supplemental Elkins law that are intended to secure equality 
of treatment for all shippers. These provisions are not in- 
tended, however, to extend the jurisdiction of the carrier over 
matters outside of its province as a common carrier, nor are 
they intended to limit and prescribe the use which shall be 
made of the rates which the carrier puts into effect. For it is 
to be kept in mind that these rates on large shipments and 
on small alike are the carrier’s own rates, instituted and main- 
tained by it; and so long as it chooses to maintain such rates 
we will not deny the public the right to use them. 

In gathering several packages of goods together and ship- 
ping them under the carrier’s rate on large shipments the ship- 
per is not by device evading the law, but is in fact availing 
himself of the rates which under the law the carrier itself offers. 
The only shipper whom the carrier knows is the one offering 
the shipment, and the rate which this shipment pays is the law- 
ful rate. The law condemns the use of a device to evade the 
payment of the lawful rate; it does not forbid the use of the 
rate, and so long as the carrier offers to transport a certain 
weight of goods at a fixed rate the shipper of these goods is 
certainly not evading the law by paying this rate.” 

Again, on pages 431 and 432, it is said: “It appears thus 
to be universally recognized that the only discrimination which 
can legally be made between a large shipment and a small one 
must be based upon the difference in the cost of service. It 
necessarily follows that when this difference in the cost of serv- 
ice is eliminated, the reason for the discrimination entirely fails. 
It becomes therefore important to determine whether a carrier 
is subjected to greater expense when transporting a “bulked 
shipment” than when transporting the same amount of freight 
owned by a single individual. The only element in the defense 
looking to the cost of operation is the argument that the carrier 
may be subjected to a multiplicity of suits by the various own- 
ers.» While this contention may appear theoretically substantial, 
we think it is entitled to no practical weight. 

“We have no hesitation in concluding that when small pack- 
ages are bulked and shipped under one bill of lading from a 
single consignor to a single consignee the extra expense inci- 
dental to the transportation of small packages is altogether 
eliminated. The cost of carrying a ‘bulked shipment’ is not 
greater than when the same amount of freight is carried at the 
instance of an individual owner. Presumably, the differential 
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between the defendants’ quantity rates and its rates on small 
packages is exactly equivalent to the difference in the cost of 
service. A greater differential would be illegal. When, there- 
fore, the extra expense incidental to the handling of small pack- 
ages is done away with, as in the case we are considering, the 
assessment of the carrier’s quantity rates should render the 
transaction just as profitable as before. The carrier cannot 
legally insist upon applying its small-package rates, because the 
entire basis for these rates has disappeared.” 

The same arguments would, in our opinion, apply with re- 
spect to consolidating L. C. L. shipments as in the present 
instance. 

Shipping Tickets and Billing Directions for Cars 

IIlinois.—Question: Would direct your attention to C. B. & 
Q. G. F. O. No. 1921-F, which is a local and proportional freight 
tariff, publishing rates and rules governing the handling of car- 
load freight between industries, etc., on the C. B. & Q. tracks 
at Chicago, etc., and junctions of connecting lines, and to item 
No. 140 therein, under the caption: “Shipping Tickets and 
Billing Directions for Cars Loaded on C. B. & Q. R. R.,” as 
follows: “Final shipping tickets for showing shipping directions 
will be furnished on application. They must be placed on the 
side of the car, face inward, and must show the road to which 
car is to be delivered, name of consignee and destination; if 
the car is destined inside of Chicago switching limits, the word 
‘Local’ must be written or stamped on the coupon.” 

The writer is desirous of having your valued opinion upon 
the question as to whether or not the shippers are obligated to 
comply with the paragraph quoted above. I have very good 
reasons to question the justness of making it compulsory for 
the shippers to perform this part of the service. 

It is to be understood that in a large terminal district, such 
as Chicago, it would be economy to perform these services to 
expedite the handling of carload shipments, but when the car- 
rier provides a rule in their switching tariffs, making it com- 
pulsory for them to perform this service, I am of the opinion 
we would be justified in objecting to these rules and regulations. 
I would also like to bring before you, before you render your 
decision, the fact that in smaller terminals the carriers have 
representatives to handle this particular work. 

Answer: In view of the fact that the above-mentioned rule 
is shown in carrier’s tariff as one of the rules to be observed 
by shippers in connection with the handling of their freight, it 
is our opinion that shippers are obligated to comply with the 
rule as long as same is carried in the tariff. It is noted 
by referring to other lines’ tariffs that this rule is not a general 
rule; in fact, we have examined tariffs of several of the other 
Chicago lines and do not find that they carry this or a similar 
rule. However, it is our understanding that the practice of 
shippers placing shipping tickets on cars is used quite exten- 
sively and that it works for the benefit of both the shippers and 
carriers, in that it helps to expedite the handling of earload 
shipments. 

The carriers may establish just and reasonable rules and 
regulations covering the handling of freight, and if you feel that 
this rule is unjust or unreasonable you have the right to file 
complaint with a view of having the rule canceled, but it will 
be necessary for you to prove that the rule is unjust or un- 
reasonable. . 

Demurrage 

Georgia.—Question: One of our Jacksonville, Fla., clients 
made a shipment of iron pipe to a shipyard located at Jackson- 
ville. The car was pulled out from their plant, the carrier 
states, without shipping instructions, and held in the yard from 
August 19 until September 9, 1918, where $123.60 demurrage 
accrued. The assistant manager of the plant makes affidavit 
that instructions were given switch foreman, but it appears that 
he did not retain a copy and cannot substantiate his contention 
with this document. The Seaboard agent at Jacksonville, how- 
ever, states that the carrier would not have pulled the car out 
without instructions, and it is our contention that whether or 
not instructions were furnished, the carrier was entirely neg- 
ligent in holding the car in the yard this length of time, and 
that, therefore, the demurrage should be refunded. Will you 
kindly advise, giving your understanding in the matter and 
oblige? 

Answer: In the second sentence of your letter you say 
that the carrier states that the car was pulled out without ship- 
ping instructions and later that the S. A. L. agent states that 
it would not have been pulled out without instructions. These 
statements appear to be conflicting. If the car was pulled out 
of the plant ‘without instructions from the shipper and ther held 
in the yards from August 19 until September 9, that alone should 
be sufficient to place the liability on the carrier for the demur- 
rage which accrued. 

If proper shipping instructions were given the carrier would 
likewise be responsible for failure to make prompt delivery. 


Delivery of Order-Notify Shipment Without Surrender of Bill 
of Lading 

We shipped a car of feed to station A, 

The railroad agent 


Ohio.—Question: 
same billed to our order notify consignee. 
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delivered this car to the consignee without the surrender of the 
order notify bill of lading properly indorsed. Our draft with 
bill of lading attached laid in the bank a period of 77 days, with 
interest accruing on this draft for that period. We filed claim 
against the destination carrier, claiming that the carrier was 
responsible for the same on account of his agent delivering the 
car without the surrender of the bill of lading. The carrier has 
disputed the payment of the claim, stating that our consignee 
should have paid the draft when they knew that the car had 
been delivered. 

It is our contention that the carrier’s agent broke the agree- 
ment of the order notify bill of lading, so will you kindly advise 
if the carrier is liable for the amount of the claim and cite us 
some authority in support of the same? 

Answer: The consignor, in the event the carrier delivers 
an order notify shipment without taking up the bill of lading, is 
not obliged to collect from the consignee, but may look to the 
carrier for the value of the shipment. It appears that the prox- 
imate cause of the interest accruing was the carrier’s error in 
delivering the shipment without a surrender of the bill of lading, 
which is conversion, and, in our opinion; the carrier is liable for 
the interest which accrued. 


Through Rate vs. Lowest Combination 


New York.—Question: Previous to December 31, 1919, there 
was a through rate in effect for scouring compound between 
Manchester, Conn., and Denver, Cold., via rail-and-water line. The 
aggregate of the sum of the locals applying between the above 
points, made up by the rate from Manchester, Conn., to New 
York, and the rate from New York, via coastwise lines to Gal- 
veston and beyond, is less than this through rate. Must the 
through rate be applied? 

Answer: The through rate is the only rate which may be 
applied. This is in accordance with Conference Ruling 228 (g), 
which reads as follows: “The Commission has repeatedly an- 
nounced the view that the law does not permit the use of any 
rate or fare except that contained in a lawful tariff that is ap- 
plicable via the line, route and gateway over and through which 
the shipment or passenger moves. The lawful rate or fare for 
through movement is the through rate or fare, wherever such 
through rate or fare exists, even though some combination 
makes a lower rate or fare and even though the practice in 
the past has been to give to some the benefit of such lower 
combination. The Commission long since extended to carriers, 
in a general order, permission to reduce, on one day’s notice, 
a joint commodity or class rate or fare that is higher than the 
sum of the intermediate rates between the same points to make 
it equal the sum of such intermediates. If, therefore, carriers 
have maintained through rates or fares that are higher than the 
sums of the intermediates between the same points, it is be- 
cause of their desire so to do, and not, as some agents of car- 
riers have informed shippers, because the law or the Commis- 
sion forces them to do so. (See rule 56, Tariff Circular 17-A or 
18-A; also ruling 443.) 


BUREAU OF SERVICE 


The Trafic World Washington Bureau 


The Commission’s plans for reorganization and enlargement 
so as to carry out the provisions of the transportation act as 
the commissioners think Congress intended to have it admin- 
istered, have gone so far that the organization of bureaus of 
service and capital issues is about to be announced. 

Lieutenant-Colonel Franklin S. Robbins, in charge of mili- 
tary railroad personnel at Tours, France, from March to De- 
cember, 14918, has been selected as the director of the Bureau 
of Service. It will have charge of car service and other phases 
of actual physical operation. Robbins will be to the Commis- 
sion what Director Tyler was to the Railroad Administration. 
The plan is for him to assume office April 15. Before the war 
he was general superintendent of the Erie at Chicago. Prior 
to that he was division superintendent of the Burlington. He 
came up from messenger boy through places as telegraph oper- 
ator, trainmaster, special car agent, and yardmaster. He was 
born at LaCrosse, Wis., in 1876. He spent ten years in the 
navy as an enlisted man. 

The Commission has not yet found a man to take the direct- 
orship of the Capital Issues Bureau. Men who know about such 
matters are not easily to be had for ten thousand dollars a year. 


TO REVOKE PRESIDENT’S POWER 


The Trafic World Washington Burcau 


Representative Wright of Georgia has introduced a bill (H. 
R. 13426) providing for the repeal of the amendment to the act 
to regulate commerce approved August 10, 1917, under which 
power was given the President to prevent interference with the 
movement of trains during the war. The amendment was part 
of the espionage act. 


Samples of The Daily Traffic World may be had for 
the asking. 
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VALUATION FOR RATE-MAKING 


Editor The Traffic World: 

I have read with interest editorial in your issue of March 
27 entitled “Valuation for Rate-Making.” In commenting upon 
the proposals of the carriers you say: 


It may well happen that the Commission will find the value of the 
railroads to be about what their property investment account shows it 
to be. If so, those who are pressing for that solution will be satisfied. 
But it ought to be made clear, if that proves to be the case, that the 
valuation as found by the Commission and the property investment 
account of the carriers coincides merely because the facts show that 
they do so and not because the representatives of the carriers have 
tried to persuade the Commission that its duty is to take the one for 
the other. The carriers and security owners are within the pro- 
prieties only when they offer evidence to show that the two are, in 
fact, the same. 


No reasonable man can take issue with the conclusions 
stated above or with the process by which it is reached. 

I am also pleased to note that in the succeeding paragraph 
you say: 


It should take the property.investment account of the carriers as 
a starting point, since, in the absence of its own completed valuation, 
that is the only set of complete working figures at its disposal. 


As one of those representing the Association of Railway 
Executives at the hearing I feel impelled, however, to enter a 
protest against the injustice which, it seems to me, you have 
unwittingly done to the association and counsel representing it 
at the hearing in the implication contained in the first para- 
graph quoted and in other parts of your editorial that the car- 
riers have urged the Commission to shut its eyes to everything 
except the property investment account as the basis for the 
temporary valuation now to be made. 

The suggestions of the Association of Railway Executives 
were embodied in a resolution submitted by Mr.: Thom during 
the course of his opening argument and reading as follows: 


The problem before the Commission is to determine in a sum- 
mary way the aggregate value of all property held or used for the 
purposes of transportation in the several rate groups, the transporta- 
tion act recognizing that the correct amount of such aggregate value 
cannot now be determined. 

In considering and determining this problem, the property invest- 
ment accounts and material and supply accounts in a given group are, 
in our judgment, admissible in evidence, and the carriers believe that 
these accounts for the several groups are the minimum conservative 
figures now susceptible of use, all other data and evidence being for 
be on part actually and in all cases legally incomplete and unfin- 
ished. : 

In our judgment, the property investment accounts should, under 
the law, be considered in connection with and supplemented by any 
other available evidence or data sufficiently complete and reasonably 
adequate for the purpose, but the basis of the values now arrived at 
should not be the incomplete data compiled in connection with the 
work of valuation now in progress under the federal valuation act, as 
it is important that the final valuation under that act should not be 
anticipated or prejudiced in this proceeding. 

The valuations to be placed on the individual lines for the pur- 
poses of paragraph (6) of Section 422 of the transportation act should 
not be determined or prejudiced by the summary finding of aggre- 
gate values now to be made for the purposes of paragraphs (3) and 
(4) of said section. 

This resolution clearly negatives any imputation that the 
Suggestion made contemplated a blind acceptance of the prop- 
erty investment accounts. On the contrary, the course of action 
suggested recognizes the duty of the Commission to consider 
such accounts in connection with all other available evidence 
before reaching its conclusions. An examination either of the 
full text of the arguments made by Messrs. Thom, Bledsoe and 
the writer in behalf of the association, or of the summary 
thereof contained in your issue of March 27, further negatives 
the imputation either to them or to the association of any sug- 
gestion thatythe Commission should accept the property invest- 
Ment accounts blindly or as a substitute for the performance 
of its statutory duty. As you have well said, Congress knew 
that the Commission did not have.its valuation work completed 
and gave it the widest latitude in arriving at a conclusion for 
the immediate purpose contemplated by the statute. As you 
— also well said, the property investment accounts constitute 
he only Set of complete working figures at the disposal of the 

ommission. The problem presented to the Commission is a 
Practical one and is, it is believed, correctly stated in the first 
Paragraph of the foregoing resolution of the Association of Rail- 
bd Executives. The association sought earnestly to make its 
meccstions both helpful and practical. It believed that when 
the Commission considered the property investment account of 
€ carriers, which you have aptly described as the only com- 





plete working figures at its disposal, in the light of all other 
facts of common knowledge or within the expert knowledge of 
the Commission, the Commission would be justified in reaching 
the conclusion that the property investment accounts. and mate- 
rial and supply accounts in a given group as a whole repre- 
sented the minimum conservative amounts to be stated as the 
aggregate value of the railway property in such groups.. Within 
the time at their disposal counsel for the association sought 
to point out to the Commission the considerations. which, in 
their judgment, warranted the above conclusion. Among other 
things, they pressed upon the Commission the fact that there 
were omitted from the property investment accounts the follow- 
ing elements of value, which, if accurately ascertainable in 
amount, would have to be added to the property investment ac- 
count before it could reflect value as distinguished from cost: 


(a) Capital expenditures prior to 1907 charged to operating ex- 
penses or inceme account. 

—_ Increase in present value of lands as compared with original 
cost. 

(c) Materials and supplies. 

(d) Working capital. 

(e) Allowance for going concern value. 


In further support of the final conclusion urged upon the 
Commission, they presented (a) an analysis of the property in- 
vestment account between 1892 and 1906, from which it appeared 
that, while it is a well-known fact that large capital expendi- 
tures were made during this period, there was an actual diminu- 
tion in the property investment per mile of road in 1906 as 
compared with 1892, while in the ten succeeding years the in- 
crease in property investment per mile of road was $12,624, 
leading to the conclusion that, through the charging of capital 
expenditures to operating expenses or income during the period 
succeeding 1892, any previous overstatement of the property 
investment account had been overcome; (b) the support given 
to the property investment account by the capitalized standard 
return plus additions and betterments since the middle of the 
period, on the basis of which the standard return was com- 
puted; (c) the support given to the property investment account 
in 1904. and 1912, respectively, by the value placed upon the 
railroads by the Census Bureau in those two years; and (d) 
the support given to the property investment account by an 
analysis of certain preliminary or tentative reports of the Bu- 
reau of Valuation and the application thereof to the roads of 
the country as a whole, fully substantiating the conservatism 
of the property investment account of the carriers as a whole. 
Attention was also directed to the principle that present value 
is in the law the guide to rate-making; that the property invest- 
ment account, if entirely accurate, would only represent the 
cost of the property at the time of construction, and that the 
difference between that cost and present values would much 
more than offset any overstatement of value in the property 
investment account. No one anticipates a recession to prewar 
price levels for many years to come, and whatever may be the 
divergence of opinion as to the extent to which existing prices 
are abnormal, they cannot be properly ignored in stating pres- 
ent values. While no effort was made to insist on full present 
values in this hearing, consideration of the same is manifestly 
justifiable in substantiation of the use of the property invest- 
ment accounts as a conservative minimum of present values. 

In view of these considerations, among others, the carriers 
felt justified in suggesting that the Commission adopt as the 
basis of value in these proceedings the property investment and 
material and supply accounts of the carriers. Much more might 
be said in support of this contention. The purpose of this let- 
ter, however, is not to argue the soundness of the carriers’ 
suggestions. It is to point out that they do not resolve them- 
selves into a request that the Commission accept blindly the | 
property investment account, because it is the property invest- 
ment account, but that they represent an effort made in good 
faith, whether effectively or not remains to be seen, to arrive 
at a conservative and just result in: the light of all facts and 
circumstances within the knowledge of the Commission. 


“There is in point of fact but little, if any, difference be- 
tween your platform and ours. So far as the general course of 
procedure is concerned, we seem to be in accord. I take it that 
we would also agree that the Commission should arrive at a 
definite conclusion as quickly as the same may be done in the. 
conscientious discharge of its duties. If we are right in our 
conviction that, by reason of the considerations advanced to 
the Commission at the hearing, it would be justified in conclud- 











658 





ing that the property investment and material and supply ac- 
counts of the carriers in any given group represent the present 
conservative minimum value to be placed on the aggregate 
railroad property in such group, then I am sure you will have 
no quarrel with our suggestion that the Commission should 
adopt the standard proposed without delay. To the extent that 
it is not convinced of the soundness of this conclusion it must 
and will conduct such further inquiry as it may deem appro- 
priate, using for the purpose all information at its command. 
New York, N. Y., April 3, 1920. Fred H. Wood. 


TRANSMISSION OF TELEGRAMS 


Editor The Traffic World: 

This company in the past has suffered some heavy losses 
due to the result of improper transmission of telegrams. 

Under ruling of the Interstate Commerce Commission, as 
well as rulings from the Supreme Court of the United States, 
decisions have been rendered declaring valid the contract limit- 
ing liability to the tolls on an unrepeated interstate message. 

From the losses we have sustained it. would appear that a 
great deal of carelessness is displayed in the erroneous trans- 
mission of wires intrusted in their care. This is becoming 
more apparent daily. 

No doubt other companies are meeting with the same ex- 
perience, and as we have no redress under the existing condi- 
tions it would seem some action is necessary to bring about a 
change where the telegraph companies should assume the lia- 
bility of these losses the same as common carriers. I believe 
that the time is opportune whereby patrons of telegraph com- 
panies should collectively take action to safeguard themselves 
against a continuance of this apparent negligence on the part 
of the telegraph companies. 

































































W. D. Emil, Traffic Manager, 
Booth Fisheries Co. 
Chicago, Ill., March 30, 1920. 


PAYMENT FOR TELEGRAMS 


Editor The Traffic World: 

I have read with interest the letter of Mr. E. C. Brabson, 
traffic manager, Homer D. Biery Lumber Company, Franklin, 
Pa., in your issue of March 20, on the subject of payment for 
telegrams. 

We have been compelled frequently to telegraph for infor- 
mation as to the whereabouts of certain important shipments 
of coal urgently needed by our customers. This has been pri- 
marily due to the railroads diverting the coal elsewhere and 
taking their good old time in advising the shipper. Invariably 
telegrams received as replies are subject to charges. 

We were very much surprised, however, to receive a tele- 
gram “deadhead” on March 1 from the traffic department of one 
of the eastern trunk lines, which was in response to a letter 
tracer we had sent three days before. It is our recollection 
that this is the first “deadhead” message received from any rail- 
road official during the past two years and we were wondering 
if the ice had been broken in view of this unusual circumstance. 

The length of messages received from carriers, with charges 
thereon collect, shows an utter disregard for brevity, and if 
the carriers still persist in sending telegrams the charges on 
which the shippers are to pay we feel some immediate action 
ought to be taken by them to reduce the number of words in 
the message. 

Probably traffic representatives of shippers by concerted 
action may be able to obtain some relief from these “hold-up” 
methods. 

D. M. Carl, Traffic Manager, 
Weston, Dodson & Co., Inc. 
Bethlehem, Pa., March 31, 1920. 


COAL CAR SITUATION 


Editor The Traffic World: 

We notice in your issue of March 27 an item on the subject 
of “Coal Car Situation” which follows the tendency of the day 
to ascribe to coal operators the blame for the shortage of cars 
without taking into consideration the facts in the case or the 
exigencies of the situation. 

Your correspondent may not. be wilfully guilty of a mis- 
statement of the facts, but as he has put the proposition it 
clearly gives an impression that is not justified by the facts. 
in the first place, the delay to coal cars is not in the loading 
of them at the mines at any time, either when the supply is 
plentiful or scarce, because no mine will order more cars than 
can be loaded in a working day, for the reason that to do so 
would result in a reduction in their allotment of cars, undef the 
rules as provided in Car Service Publication CS-31, and the only 
way that a mine’s allotment can be increased is by loading all 
available equipment promptly. The holding of cars at the mines 
either empty or without bill, therefore, would be detrimental 
to the mine’s interest in that it woulg result in a decreased 
allotment. 
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With respect to that portion of his communication in regard 
to cars being used for storage purposes “at times,” he fails to 
state that the “at times” referred to is only when there is qa 
surplus of cars. The intimation that railroad officials are in 
collusion with the mine operators to violate the law through 
.discriminations in violation of their tariffs, we believe to be 
unjustified by anything that can be substantiated, but what has 
appeared to be violations could, upon investigation, be found to 
be strictly in accordance with published tariffs. 

Your correspondent has not given the subject that consid- 
eration to which it is entitled, so as to enable him to enlighten 
the public through the medium of an influential publication like 
yours, or he should not endeavor to draw a conclusion to meet 
the prevailing desire to “find fault,” regardless of whether the 
efforts in that direction be well directed or not. 

The Senate committee of which Senator Freylinghusen is 
chairman, after exhaustive inquiry, has found nothing to war. 
rant it in taking any action to abolish the great abuses and 
malpractices of the miners and mine operators, But, to the con- 
trary, has offered some constructive legislation in the proposed 
bill for seasonal freight rates, which it is hoped will induce the 
purchasing public to buy its coal at such times as the trans- 
portation companies can best serve the public interest. 

W. J. Brant, Superintendent of Traffic, 
Middle West Coal Co. 
Cincinnati, O., April 3, 1920. 


STEAMSHIP SERVICE 


Editor The Traffic World: . 

That which is obvious becomes interesting when we analyze 
it. To say that steamship service is flexible and adaptable is 
to point out an obvious fact. But when we come to examine 
some performances we get a new and different angle. 

The recent cold spell imbedded cars in ice and frozen snow 
so that movement was well nigh impossible. The steamship 
Lake Charlotte arrived at Portland and discharged a cargo of 
coal. Her next move was to carry paper from another port in 
Maine to Philadelphia. When she arrived at her loading berth 
the ship was clean, hatches open, and winches rigged. Ten min- 
utes after the lines had been made fast the cargo was rolling 
into the ship at the rate of 150 tons per hour. She loaded about 
seventy cars, was off to Philadelphia, and in fifty-five hours was 
ready to deliver her cargo. 

Movement by rail would have been physically impossible. 
Under the best conditions it would have taken ten days. 

Another performance’ was the movement of ten thousand 
tons of paper in ten days with six ships. 

All of which brings to mind: “The fellow who makes good 
don’t have to prove an alibi. 

Boston, April 3, 1920. J. D. Hashagen. 


DELAY IN MAIL DELIVERY 


The Traffic World: 

The Post Office is at present operating under abnormal con- 
ditions. The volume of mail of all classes has been vastly in 
excess of the ability of either the Post Office or the transporta- 
tion lines to handle promptly. 

By reason of the combination of circumstances, there have 
been considerable delays in the prompt handling of mail of other 
than first class prior to reaching Chicago, and the volume re 
ceived at Chicago has been so great that it is beyond the ability 
of the Post Office to promptly dispose of it. 

With the addition of the Easter mail, political mail, that of 
the first of the month, involving publications, statments, etc., and 
the inability of the office to secure and train an adequate force, 
there will be appreciable delays in the delivery of the mail, which 
delays are beyond the ability of the office to successfully meet. 
Until the general conditions improve, help becomes obtainable 
and space secured, congestion is inevitable, and the Post Office 
can only assure you that it is doing the best it can in the cramped 
quarters available for the work and with the limited force at 
its disposal. 

Chicago, April 6, 1920. W. B. Carlisle, Postmaster. 


RAILWAY REVENUE 


An operating deficit of $8,654,313 resulted from operations 
in February by railroads having operating revenue of $25,000; 
000 a year, according to the Commission’s summary, April 8 
These roads produce about 80 per cent of the revenue of clas 
I roads. This showing is probably the worst ever made 
February, which is the poorest month of the year. This oper 
ating deficit means that the government will have to dip into 
the treasury for about $85,000,000 to make good the losses sus 
tained in the last month of federal control. 

In February, 1919, these same roads had an operating ip 
come of $10,347,490. For January and February of this ye! 
the operating income will be $46,125,631, compared with $27, 
203,616 last year. This good showing, however, is due to the 
inclusion in the January accounts of back railway mail pay 
accruing under the Commission’s decision in that case. 





AD 





1. i 
of t 
sive 
ager 
New 
assi; 
Adm 
freig 















gard 
Is to 
is a 
e in 
ough 
D be 
. has 
1d to 


nsid- 
rhten 
like 
meet 
r the 


en is 
war- 
. and 
» COn- 
posed 
e the 
Lrans- 


1alyze 
ble is 
amine 


snow 
mship 
rzo of 
ort in 
berth 
nN min- 
rolling 
about 
rS was 


ssible. 
yusand 
s good 


igen. 


al con- 
stly in 
isporta- 


‘e have 
f other 
ime re 
ability 


that of 
te., and 
e force, 
1, which 
y meet. 
tainable 
st Office 
ramped 


force at 


aster. 


erations 
$25,000; 
April 8. 
of class 
made i2 
his oper 
dip into 
sses sus 


ating it 
his yeal 
vith $21, 
e to the 
mail pay 
e. 








April 10, 1920 





Personal Notes 





E. L. Whitney, whose appointment as assistant general 
freight agent, New York Central Railroad, at Chicago, was re- 
, cently announced, is a 
native of Columbus, O. 
He entered the railroad 
service as office boy in 
the division freight office 
of the Baltimore & Ohio 
in that city and filled 
various positions in that 
office and the local freight 
office until January 1, 
1900, when he became 
chief clerk to the general 
traffic manager of the To- 
ledo, St. Louis & Western 
at Toledo. In 1903 he was 
made commercial agent at 
Detroit. In 1904 he organ- 
ized the Hardware Manu- 
facturers’ Tariff Bureau 
and conducted it until 
1908, when he re-entered 
the railroad service in the 
general freight office of 
the Pittsburgh & Lake 
Erie at Pittsburgh. He 
was chief clerk of the 
tariff bureau from 1908 un- 
til December 31, 1909. He 
came to Chicago January 
1, 1910, as chief clerk to the assistant freight traffic manager 
of the New York Central Lines, West, after which he succes- 
sively filled the positions of chief clerk to freight traffic man- 
ager New York Central Lines, chief clerk to traffic manager 
New York Central Lines West, chief clerk to resident traffic 
assistant to regional director, Eastern Region U. S. Railroad 
Administration. Since December 15, 1918, he had been division 
freight agent, New York Central, at Chicago. 


a 


W. J. Kelly, tariff issu- 
ing agent for lines in Cen- 
tral Freight Association 
territory, entered railway 
service September 1, 1901, 
in the freight claim de- 
partment of the Illinois 
Central Railroad. August 
28, 1907, he was made 
chief claim clerk, general 
freight department, G. R. 
& I. Railroad, at Grand 
Rapids, Mich. June 20, 
1911, he became chief 
clerk. From July 19, 1918, 
to June, 1919, he was a 
member of the special 
committee on assignments 
in connection with the Di- 
vision of Traffic of the 
United States Railroad Ad- 
ministration (Central ter- 
ritory). June 16, 1919, he 
was appointed agent of the 
Central Freight Tariff Bu- 
reau (U. S. Railroad Ad- 
ministration), which has 
recently been recognized 
as a subsidiary of the Cen- 
tral Freight Association. 











_ H. M. Waybright, assistant freight claim agent, central re- 
gion, Pennsylvania System, has been appointed traffic manager 
of the Pittsburgh (Pa.) Coal Producers’ Association. Mr. Way- 
bright has had extensive experience, all with the Pennsylvania 
Lines, and has been connected with that company in various 
Capacities since 1900. Since 1903 he has been in the traffic de- 
partment and was made assistant freight claim agent, Penn- 
Sylvania Lines West, October 1, 1917. He also served in 1919 
a assistant to the manager, Claims Section, United States 
Railroad Administration. 

The Wabash Railway Company announces that R. V. Old- 
Me 1S appointed traveling freight and passenger agent; Moberly, 


The Western Electric Company announces that W. R. Ax- 
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ford is appointed assistant general traffic manager at New 
York. 2 

Clarence L. Chapman is appointed general freight agent 
of the Erie Railroad Company with office at New York, vice 
Harry Wilson, resigned to accept appointment as senior mem- 
ber, auxiliary committee, Trunk Line Association, freight de- 
partment. 


Willis L. Reeves has been advanced to the position of assist- 
ant general freight agent of the Illinois Central Railroad at Mem- 
phis, succeeding E. K. Bryan. Mr. Reeves will be succeeded as 
chief clerk by Charles J. Crane. 

The Louisiana Railway & Navigation Company announces 
the appointment of E. C. Marens, commercial agent, Kansas 
City; R. L. MeKee, commercial agent, Oklahoma City; H. J. 
Reinhardt, commercial agent, Little Rock; John A. Smith, com- 
mercial agent, New Orleans; George Hixon, commercial agent, 
Chattanooga. 


The Central Savannah Line announces the appointment of 
E. W. White, general agent at St. Louis; T. N. Cook is general 
freight agent of the Ocean Steamship Company of Savannah; F. 
E. McConnell is general freight agent of the Central of Georgia 
Railway Company, and C. C. Cameron is general freight agent of 
the Illinois Central Railroad Company. 


The Winston-Salem Southbound Railway Company an- 
nounces the appointment of J. C. Lettice, general agent, Jack- 
sonville; A. M. Thomas, commercial agent, Tampa; E. L. 
Franklin, commercial agent, Lynchburg. 


Marion J. Wise, manager of the department of materials 
and supplies of the Railroad Administration, has announced the 
following appointments: J. H. Lauderdale, assistant manager; 
H. R. Condon, assistant to manager. Effective April 15, 1920, 
the following appointment is announced: J. A. Turner, assistant 
to manager. 

The Fernwood & Gulf Railroad Company announces that J. 
C. Whiteford is appointed general freight and passenger agent, 
vice G. H. McElroy, resigned to accept service elsewhere. 


DOINGS OF THE TRAFFIC CLUBS 


The Decatur Transportation Club of Decatur, IIll., has been 
organized with the following officers: R. L. Rees, president; 
Allen Tyler, vice-president; T. C. Burwell, secretary; Miss Addie 
Hambleton, treasurer. 





Lloyd Williams of Brown, Geddes, Schmettau & Williams 
addressed the Toledo Transportation Club at its noonday lunch- 
eon, April 3, on.the new transportation act. 


The Transportation Club of San Francisco will have a recep- 
tion and dance Saturday evening, April 10, in honor of its offi- 
cers and directors. 





The Transportation Club of Tulsa will elect officers April 
12. The election will be in connection with a six o’clock dinner. 





A joint dinner and meeting of the business, industry, and 
transportation divisions of the Muncie Chamber of Commerce was 
held the evening of April 1. The discussion was based on the 
matter of organizing a traffic bureau in the commercial club. J. 
3 Harnach of Chicago talked on “Laying the Rails for the 

uture.” 





At a recent meeting of the Transportation Club of Brooklyn 
a reorganization committee was appointed. It was to submit a 
complete report at the regular meeting of the club April 9, at 
which time officers were to be elected and permanent commit- 
tees appointed. The object of the club is to exchange knowledge 
and experience relative to interstate commerce and foreign trade, 
and arrange for a series of lectures by prominent traffic and busi- 
ness men on various phases of the shipping subject. Persons 
directly or indirectly interested in domestic or foreign trade 
and transportation are eligible for membership. 


LAW DEPARTMENT APPOINTMENTS 


The Trafic World Washington Bureaw 


Elias Field, of Boston, has been appointed by E. Marvin 
Underwood, general counsel of the Railroad Administration, as 
regional counsel for the New England region, where he will rep- 
resent Mr. Underwood. J. P. Manning, Jr., and J. P. Henson, also 
of Boston, have been appointed assistant regional counsel and 
regional claim agent, respectively, and will assist Mr. Field. 

Douglas Brookman, of San Francisco, has been appointed 
regional counsel for the Western region. He will be assisted 
by C. L. Birch, of San Francisco, who has. been appointed as 
regional claim agent. 

Mr. Underwood also has announced the appointment of 
Alexander W. Smith, of Atlanta, Ga., as special counsel with 
headquarters in Washington. He will assist the general coun- 
sel in financial and compensation contract matters. 

Sidney F. Andrews and J. P. Shea of St. Louis have been 
respectively appointed assistant regional counsel and regional 
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claim agent to assist Charles P. Williams, regional counsel for 
the Southwestern region. 

Elliott E. Cheatham and S. T. Billingsley of Atlanta, Ga., have 
been appointed assistant regional counsel and regional claim 
agent, respectively, to assist Victor Lamar Smith, regional coun- 
sel for the Southeastern region. 

H. E. Kelly of Chicago has been appointed regional counsel 
for the Central Western region, and Mr. H. T. White, also of 
Chicago, has been appointed regional claim agent and will assist 
Mr. Kelly. 

Evan Shelby of New York has been appointed regional coun- 
sel for the Eastern region. He will be assisted by A. L. Green 
of New York, who has been appointed regional claim agent. 

As in the case of other regional counsels who have hereto- 
fore been appointed by Mr. Underwood, the carriers of the 
regions affected are directed to refer to Mr. Shelby and Mr. 
Kelly matters relating to personal injury, freight, fire, stock 
and miscellaneous claims and suits. 


LOSS ‘AND DAMAGE CLAIMS 


The Trafic World Washington Bureau 


An unnecessary amount of anxiety, it is believed, exists 
among shippers as to the disposition of loss and damage claims 
that arose under federal control. Because E. Marvin Under- 
wood, general counsel for the Railroad Administration, in cir- 
cular No. 10, placed a limitation of $500 on the claims that 
might be paid by the railroad corporations, the idea has gone 
abroad that every claim of $500 or more will have to be sent 
to Washington for determination. Assistant General Counsel 
Koplin, in direct charge of loss and damage claims, says that 
is an erroneous notion. 

No claims will be sent to Washington unless the regional 
counsel and regional claim agent are in doubt as to the policy 
of the Railroad Administration in the handling of a particular 
kind of claim. Generally speaking, the regional lawyer and 
regional claim agent will be the final authorities, regardless 
of the amount involved. 

Railroad claim agents are authorized to pay claims not 
involving more than $500, without referring them to the regional 
authorities. Claims for greater amounts may not lawfully be 
paid without the approval of the regional officers. 

It is the plan to have Washington consider only questions 
of policy. The regional officers may send claims to Wash- 
ington, or Washington may send for claims, without action on 
the part of shippers. In the event the regional officers* turn 
down a claim, whether more or less than $500, the interested 
shipper may ask for a ruling by the general counsel, or go to 
the courts. All claims rejected by the regional officers will 
be sent to Washington, in the regular course of routine, so, 
in a way of speaking, there may not be any real necessity for 
the shipper to do anything. It is obvious, however, that if he 
does nothing, the claim section of the law division in Wash- 
ington is likely to infer that the shipper is not much inter- 
ested. It would therefore be only human to lay aside such a 
claim so that consideration might be given to one in which 
some one had manifested some interest. In theory, however, 
every rejected claim, by the mere fact of its rejection, will be 
placed before the claim section of the law division in Wash- 
ington. But Washington is the greatest graveyard on earth 
for things in which those supposed to have an interest show 
no further concern. 

In the sense that nothing ever gets itself done, therefore, 
it is necessary for shippers to appeal their rejected claims to 
the central organization in Washington. Failure to manifest 
interest in a rejected claim is apt to be taken as evidence of 
abandonment. 

Should the regional authorities reject an unusually large 
number of claims, the law division of the Railroad Administra- 
tion would become helpless. Lawyers and claim agents take 
only a small interest in a dying organization like the Railroad 
Administration. It has had to ask the Interstate Commerce 
Commission to cancel thirty odd hearings on formal complaints 
simply because it has not the personnel to attend the hear- 
ings. John F. Finerty, assistant general counsel, at the time 
this was written, was in Chicago and St. Paul looking for men 
to take the cases the law division must handle. Men who 
have had work before the Interstate Commerce Commission of 
a character to familiarize themselves with the commerce law 
work have declined to consider appointments in the Railroad 
Administration except at very large advances over the salaries 
or retainers they have been receiving. The thought has been 
that the work will not last for more than two years and the 
competent men have not cared to think of employment of that 
kind, except at rates of pay much greater than the Railroad 
Administration probably can afford to pay. 

At this time, therefore, the shipper whose claim is re- 
jected may write himself down as being in the class of 


unfortunates. 
The men who have been appointed regional claim agents, 
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in all- cases except one, have severed their connections with 
railroad corporations. H. D. White, the regional claim agent 
at New York, retains a nominal connection with the New York 
Central, so as to retain his seniority in that organization in 
the event he should decide to return to it when his work for 
the Railroad Administration is completed. All the other 
regional claim agents were formerly in the claim service of 
railroads. H. T. White, at Chicago, was a part of the organ- 
ization. J. P. Henson, at Boston, was formerly in the service 
of the Brooklyn Eastern District Terminal. C. L. Birch, at San 
Francisco, was formerly in the employ of the Chicago, Burling. 
ton & Quincy. J. P. Shea, at St. Louis, was a Union Pacific 
man, and §. T. Billingsley, at Atlanta, was a Pere Marquette 
man. 


RATINGS ON SILK 


The Trafic World Washington Bureay 


Such shippers of silk as were deprived of the privilege of 
shipping raw silk expect to be restored to that privilege about 
April 15. The Circuit Court of Appeals for the Second Circuit 
as indicated in The Traffic World of April 3, reversed the dis. 
trict court, and held that a temporary injunction should issue. 
The injunction, when issued, will relate to the day when the 
Silk Association of America obtained a restraining order as a 
preliminary for a temporary injunction. The traffic bureau of 
the Silk Association of America believes the injunction will be 
in force -by April 15. 

The reversal of the district court, it is believed, will put 
all the shippers of silk back on the railroads at the ratings in 
effect at the time the Railroad Administration caused the classi- 
fication committee to file supplements canceling the ratings and 
transferring the kinds of silk mentioned in the canceled items 
among the articles not to be carried as freight. 

Circuit Judge Ward wrote the opinion. Judge Hough dis- 
sented, but filed no separate opinion. Judge Ward said the dis- 
trict judge had declined to issue an injunction on the ground 
that he had no authority to do so. To lay a foundation for 
what he said later, Judge Ward embodied the tenth section of 
the federal control law in his opinion and then said: 

“It will be seen from the above that the powers of the 
Director-General are the same as those of the carriers except 
that rates fixed by him are to be treated with a little more 
ceremony than the rates fixed by the carriers. For the purpose 
of this case the powers are the same. 

“What is complained of is not a question of rates, fares, 
charges, classifications, regulations or practices or changes 
therein, which would be an administrative subject within the 
cognizance of the Interstate Commerce Commission, but is not 
merely a temporary embargo but a permanent prohibition of 
the carriage of silk at all, which is, we think, a judicial question 
clearly within the cognizance of the courts. 

“It is the elemental duty of the common carriers to accept 
and carry all goods usually carried. Silk is a form of mer- 
chandise which has been carried by the companies for many 
years. The output of the mills in 1919 in this country is said 
to have exceeded in value $600,000,000 and the plaintiffs, if 
refused transportation, will suffer irreparable injury. The re 
fusal of the defendant Hines had no connection with his war 
powers, but was founded solely on the value of silk and the 
danger of loss by the carriers through theft. This would bea 
reason for fixing a rate of freight proportional to the value of 
the silk and to the risk of the carriers, but is no better reason 
for an absolute prohibition than would exist in the case of wheat 
or coal or any other goods. 


“Defendants contend that the order is an administrative 
act, the reasonableness of which is for the Interstate Commerce 
Commission in the first instance, and they see some support 
for the prohibition in the provisions of section 4281, Rev. Stat, 
but we do not. It enumerates certain articles like precious 
metals, stones, securities, ‘silks in a manufactured or unmant- 
factured state,’ which if laden as baggage or freight on a vessel 
their values and character must be stated in writing and entered 
on the bill of lading, in default of which the ‘master or owner 
of the vessel shall not be liable as carriers thereof in any form 
or manner.’ Far from authorizing the vessel owners to refuse 
to carry such goods, as the railroads are doing, the section seeks 
only to protect them against imposition and to give them a 
opportunity to exercise more than usual care in respect of ur 
usually valuable freight. 

“As it is the wish of the parties to lose no time in reachin$ 
a final determination, it will be enough for us to say that we 
are quite satisfied that a judicial question is presented for ou 
cognizance and that a preliminary injunction should issue * 
prayed for. A similar conclusion has been reached in an oplt 
ion just handed down in the District Court for the Easter 
District of Pennsylvania, The Viscose Co. vs. Hines et # 
Order reversed.” 


To the man who must know more quickly, The 
Daily Traffic World fills the bill. 
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INTERPRETATION OF TARIFFS 


(Eighth of a series of articles written for The Traffic World by R. R. 
Lethem.) 


In addition to the tariffs which the individual carriers pub- 
lish, a number of tariff publishing agents located at various 
cities throughout the United States and Canada publish what 
are known as agency tariffs—namely, tariffs issued by an agent 
for the common use of two or more carriers. These agency 
tariffs contain, in many instances, the local rates of certain 
earriers—that is, rates which apply between points located only 
on one railroad—but to a greater extent they contain the joint 
rates of the lines operating between what are termed common 
points—namely, points reached by two or more carriers or 
routes. 

The local rates of the various carriers are, to a great ex- 
tent, still carried in tariffs published by the individual carriers, 
although the scope of the territory covered by tariffs published 
by agents is constantly being enlarged, so that it is more than 
probable that in the not distant future the bulk of the rates, 
including local rates, which are now published by the railroads 
in their individual tariffs, will be carried in agency tariffs. In 
the period of federal control there was an appreciable increase 
in the volume of rates formerly carried in individual lines’ tar- 
iff which were transferred to agency tariffs. This is particu- 
larly true as to rates applying between points in Central Freight 
Association, Trunk Line, and New England territories. 

An instance is the issuance of Agent W. J. Kelley’s tariffs 
Nos. 217 and 218, I. C. C. Nos. 743 and 848, the first named 
tariff carrying eastbound class rates from C. F. A. territory 
points to eastern points, and the latter tariff commodity rates 
from and to the same points. These tariffs superseded a long 
list of tariffs formerly issued by the individual carriers, thus 
placing under one cover the class rates and under another the 
commodity rates between the points covered by the new tariffs, 
which were contained in numerous individual tariffs. 

Another instance is the issuance by Agent J. E. Fairbanks 
of perishable protective tariff 1, I. C. C. No. 6, which contains, 
with few exceptions, all the rates, rules and regulations govern- 
ing the handling of perishable freight at, from, and to points 
in the United States and also from points in the United States 
to points in Canada. 

The carrying of rates via all routes between certain points 
in an agency tariff has several advantages over the publica- 
tion of the rates by the individual carriers. The issuance of 
an agency tariff, as a rule, results in a saving of expense for 
the lines parties thereto, promotes uniformity in rates and rules 
governing the movement of the traffic between points covered 
thereby, and facilitates the checking of rates and routing of 
freight by shippers, although, because of the manner in which 
many of the agency tariffs are issued, this is not true in all 
instances. 

On the other hand, there are several objections to the pub- 
lication of rates in agency tariffs, among which may be men- 
tioned the fact that such issues often are very large and contain 
such a volume of matter that the proper arrangement and in- 
dexing of the tariff is a difficult matter, and the attempts to 
simplify the tariff by the use of groupings and key numbers 
often result in a complicated issue which requires the most 
careful use to avoid mistakes. Another feature which com- 
plicates agency tariffs is the great number of special applica- 
tions carried for account of the various lines parties to some 
of the agency tariffs, particularly agency tariffs applying in 
Southwestern territory, which make the quotation of a rate 
from such an agency tariff a difficult matter. Again, where a 
large number of miscellaneous commodity rates are carried in 
an agency tariff, it is often necessary to check through the 
entire list, a time-consuming process, in order to make certain 
that a commodity rate is not being overlooked. For these rea- 
Sons the issuance of a bulky agency tariff often has quite the 
opposite effect from that of simplifying the quotation of rates. 

The tariffs issued by the various tariff publishing agents, 
as a rule, publish all the rates between the points included 
in their tariffs, but this is not true in all instances, and as to 
certain commodities, such as grain, hay, live stock, coal, lum- 
ber, lime, cement, brick and clay products, cotton, fruits and 
vegetables; rates on such commodities are published in indi- 
Vidual lines’ tariffs. 


_ In order to understand the territorial applications contained 
in the tariff indices of the various carriers and, in fact, properly 
to use tariffs, it is necessary that one be familiar with the 
terms employed by the carriers in describing the various sec- 
tions of the country or certain points which, for rate-making 


‘Purposes, have at the present time a definite and fixed meaning. 


_ To begin with, the country is divided into the Eastern Dis- 
trict, the Southern District, and the Western District. This 
division is made by the Interstate Commerce Commission in 
Compiling its statistics of common carriers. 
st Rae Eastern District comprises that portion of the United 
ai bounded on the west by the northern and western shores 
St ake Mighigan to Chicago, thence to Peoria, thence to East 

- Louis, thence down the Mississippi River to the mouth of the 
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Ohio River; and on the south by the Ohio River from its mouth 
to Parkersburg, W. Va., thence to the southwestern corner of 
Maryland, thence by the Potomac River to its mouth. 


The Southern District comprises that portion of the United 
States bounded on the north by the Eastern District and on the 
west by the Mississippi River. 

The Western District comprises the remainder of the United 
States, except Alaska and island possessions. 

Again, the country is divided into three territories with 
reference to classification of freight—namely, Official Classifica- 
tion territory, Southern Classification territory, Western Classifi- 
cation territory, and, in addition, we have Canadian Classifica- 
tion territory. The limits of these territories have been de- 
scribed in a preceding article. 

In the publication of agency tariffs the limits of the various 
rate territories into which the United States is divided are ob- 
served to a considerable extent. The principal rate territories 
are New England territory, Trunk Line territory, Central Freight 
Association territory, Southeastern territory, Mississippi Valley 
territory, Carolina territory, Western Trunk Line territoy, South- 
western territory, Pacific Freight Tariff Bureau territory, North- 
western Freight Tariff Bureau territory, North Pacific Coast 
Tariff Bureau territory, and Canadian Freight Association ter- 
ritory. 

New England territory comprises all stations in Connecti- 
cut, Maine, Massachusetts, New Hampshire, Rhode Island, Ver- 
mont and points in New York on the B. & A. and B. & M. east 
of the Hudson River and points on the N. Y. N. H. & H. R. R. 
in New York east of the Hudson River, except New Rochelle 
and points on the New York division west thereof. 


Trunk Line territory comprises all stations in the states 
of Delaware, District of Columbia, Maryland (except certain 
stations in Central Freight Association territory), New Jersey, 
New York (except certain stations in Central Freight Associa- 
tion territory and New England territory), Pennsylvania (except 
certain stations in Central Freight Association territory), Vir- 
ginia (except certain stations in Carolina territory) and West 
Virginia (except certain stations in Central Freight Association 
territory). 


- Central Freight Association territory comprises all stations 
in Indiana and Ohio; all of [llinois, except the northern part; 
points in Iowa along the Mississippi River; points in easter 
Kentucky; the following points in Maryland: Buffalo Run, 
Friendsville, Geices, Kendall and Selbysport; all stations in 
the lower peninsula of Michigan, and the following points in 
the upper peninsula: Manistique, Manistique Wharf, South 
Manistique, Menominee, St. Ignace and Thompson; points in 
Missouri along the Mississippi River north of St. Louis; points 
in western New York; points in southern Ontario; points in 
western Pennsylvania; points in the western part of West Vir- 
ginia and points in Wisconsin along Lake Michigan. 

Southeastern territory comprises points located in Missis- 
sippi east of the line of the M. & O. (not including Columbus 
or Aberdeen); points in Alabama on and south of the line of 
the Memphis division of the Southern Railway (line running 
from Corinth, Miss., to Chattanooga, Tenn.), except points lo- 
cated in southern Alabama included in Mississippi Valley ter- 
ritory; points in Georgia, except a few points in the northeast- 
ern part of the state which are included in Carolina territory; 
the lower half of South Carolina and all points in Florida, ex- 
cept Pensacola and points intermediate thereto on the L. & N. 
R. R., and points in the extreme southeastern portion of Ten- 
nessee. 

Carolina, territory comprises practically all points in North 
Carolina; points in the northern half of South Carolina; a few 
points in northeastern Georgia; points in eastern Tennessee, 
and points in the lower half of Virginia. 

Mississippi Valley territory comprises points located in 
western Kentucky and Tennessee; points in Louisiana east of 
the Mississippi River and stations in Mississippi and Alabama 
on and west of the line of the M. & O. through Meridian, Miss., 
to Mobile, Ala., including Aberdeen and Columbus, Miss.; points 
on the L. & N., Mobile to Pensacola, Fla., inclusive, and Helena, 
Ark., and Vidalia, La. 

A detailed description is given in territorial directory No. 
3, W. J. Kelly’s I. C. L. No. 655, of the Trunk Line, Central 
Freight Association, Southeastern, Carolina, and Mississippi 
Valley territories. 

Western Trunk Line territory comprises points in northern 
Illinois, Iowa, Wisconsin, Michigan (upper peninsula), Minne- 
sota, North Dakota, South Dakota, Nebraska, Kansas, eastern 
Colorado and Missouri. 

Southwestern territory comprises points in Arkansas (ex- 
cept Helena), Louisiana (west of the Mississippi River, except 
Vidalia), Oklahoma and Texas. 


Pacific Freight Tariff Bureau territory comprises points in 
Arizona, California, western Colorado, Idaho, Montana, north- 
western Nebraska, North and South Dakota, Nevada, New Mex- 
ico, Oregon, western Texas, Utah, Washington and Wyoming. 

Northwestern Freight Tariff Bureau territory comprises 
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points located in Iowa, Minnesota, Montana, North and South 
Dakota and Wisconsin. 

North Pacific Coast Freight Tariff Bureau territory com- 
prises points located in Idaho, Oregon, Washington and British 
Columbia. 

Canadian Freight Association territory comprises points in 
New Brunswick, Newfoundland, Nova Scotia, Ontario (except 
certain points), Prince Edward Island, and Quebec. 

It is difficult to define the boundaries of the various rate 
territories without going into a detailed description of each 
territory, which is not necessary for our purposes. Further- 
more, in describing the boundaries in this general way, it should, 
of course, be understood that, with respect to certain terri- 
tories, the jurisdiction of the tariff publishing agents in tariff 
publication overlaps. This is particularly true with respect to 
tariffs published by Agent Boyd, of the Western Trunk Lines, as 
well as tariffs issued by W. J. Kelly of the Central Freight 
Association lines. > 


HINES ASKS FOR MONEY 
The Trafic World Washington Bureau 


An admission that it cost the government at least $900,478,- 
756 to operate the railroads taken under federal control, was 
made in a letter written by Director-General Hines and trans- 
mitted to the House committee on appropriations by the Secre- 
tary of the Treasury April 5. The Director-General asked for 
$420,727,341 to enable him to settle his accounts and close those 
things with which he must deal in the rest of the year. 

That sum does not include the sums the government may 
have to pay to the railroads as a result of the operation of the 
Division of Liquidation Claims, of which Max Thelen is the 
director. No one knows how much the government will have to 
pay the hundreds of short lines, which, under the terms of the 
President’s proclamation were taken over with the big roads. 
John Barton Payne, as general counsel for the Railroad Admin- 
istration, always contended that the short lines were not taken 
over, notwithstanding the fact that on June 30 he set out about 
2,200 letters notifying short line railroad companies that their 
properties had been relinquished as of June 30. The letters went 
to companies that never had done anything more than obtain 
charters. Only about 300 of the companies so notified ever built 
any road. ; 

The total appropriations to date amount to $1,450,000,000. 
The requested appropriation, if and when made, will bring the 
total to $1,870,727,341, ef which one-half, roughly speaking, will 
not come back to the treasury. 

In reaching the total of $900,478,756 as the debit balance in 
the profit and loss account, Mr. Hines claimed to have made 
total advances chargeable to capital account other than the 
money spent for new squipment amounting to $765,821,450. From 
that he estimated that the railroads would be able to claim 
deductions amounting to $495,741,875, thus leaving an increase 
in capital account, which the railroads will have to return to 
the government, of $270,079,575. Advances for allocated equip- 
ment amounted to $367,806,968. That amount of money is to be 
returned to the government in fifteen annual installments. 

All the sums mentioned, however, there is reason to believe, 
will be the subject of litigation. The deductions drawn by Di- 
rector-General Hines, therefore, it may be suggested, will not be 
the deductions drawn by the officers of the railroad corpora- 
tions. They would probably reduce the amount of the advances 
chargeable to capital account and increase the amount of prob- 
able deductions therefrom if the question were wholly free from 
complications arising by reason of the new rate-making section 
of the act to regulate commerce, which directs the Commission 
to initiate rates that will allow a return of at least 5.5 per cent 
on investment. : 

The interest of the railroads, it may be inferred, will be to 
show as large an investment as possible. It may, therefore, be 
to their interest not to cavil at Director-General Hines’s asser- 
tion that he added $765,821,450 to their investment during the 
twenty-six months of federal control, even if they find it to their 
interest to claim larger deductions on account of a failure on 
the part of the government to maintain the properties in as good 
condition as they were before it took them over. 

In a concluding paragraph, Mr. Hines said the estimate of 
$420,727,341 did not include anything to cover claims that might 
be submitted by the railroads for under-maintenance. Such 
claims, Mr. Hines suggested, would be offset by claims by the 
government that it had to spend as much for bringing some prop- 
erties into good operating condition as it had failed to spend 
on those that were in good condition when the government took 
them over. 

Such claims will not become an ascertained liability until 
after the end of the current fiscal year. They will be matters 


with which Mr. Thelen, who is expected to be the successor to 
Mr. Hines, will have to deal, and settle if he can, or prepare the 
defense of the government for presentation in the court of claims, 
if they cannot be settled. 

The letter Mr. Hines sent to the Secretary of the Treasurer, 
and by the latter transmitted to the House committee on appro- 
priations, is as follows: 
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“I have the honor to submit herewith an estimate in the 
sum of $420,727,341 to be immediately available and to remain 
available until expended, and to be added to and considered gq 
part of the moneys provided for in Section 202 of the Transporta- 
tion Act of 1920. 


“This additional sum would be expended in the same man- 
ner and for the same purpose and under the same conditions 
as the amount appropriated in the above mentioned section. 


“The need for this appropriation is explained by the follow. 
ing statement showing the transactions of the United States Rail- 
road Administration. 


Indebtedness to the Government of Railroads 
and Other Properties, including Express 
Companies: 

1. Total advances by the government for addi- 
tions and betterments to roadway and 
structures and equipment (except funded 
ee Lars $765,821,450 

2. Amount of probable deductions therefrom on 
account of compensation, depreciation, open 
account, etc., due companieS............s+.- 495,741,875 

3. Net amount of advances for additions and 
betterments to roadway and structures and 
equipment (except allocated equipment) to 
Ff sf | errr eee 

4. Advances for purchase of ‘“‘allocated’’ equip- 
ment which has been funded through equip- 
ment trusts, principal payable in fifteen an- 
aera 

. Other indebtedness due government to be 

evidenced by one-year notes...........ee.- 

Long term notes payable to government.... 

. Stocks, bonds and receivers’ certificates of 
railroad companies owned by government.. 


$ 270,079,575 


367,806,968 


144,422,526 
44,433,664 


35,221,199 


_—_— 


-1 > o 


oo 


. Total representing indebtedness of railroads 
and other properties, including express com- 


panies 861,963,932 


Other Investments of Railroad Administration: 

9. Additions and betterments to inland water- 
ways (including $3,479,011, to be yet ex- 
pended in satisfaction of contracts made 
prior to March 1, 1920) 

10. Miscellaneous investment 
Bonds) 


14,581,126 
90,258,305 104,839,431 


ey 


a 


11. Total of items of indebtedness and invest- 


DEL: n.baduadeddnsnaswyecuteatedaaeareaes ones 966,803,363 
PROFIT AND LOSS ACCOUNT. 
Estimated Excess of Operating Expenses and 
Rentals Over Operating Revenues: 
Oe eS oc wcastmadiesteeksasaccanaas 677,513,152 
13. Other privately owned properties (smaller 
roads, sleeping and refrigerator car lines 
SN ORME TDD onic sncesccaccccvccesicess 43,011,129 
ee Reena 2,449,739 
15. Expense of Central and Regional organi- 
ee ie ee Sa eee 13,954,980 
16. American Railway Express Company....... 38,111,742 
Other Profit and Loss Debit Balances: 
17. Adjustment for materials and supplies in 
settlement with railroad companies on ac- 
COuUME MMCTOARINE PTICES. «nc cccccsccscececes 85,204,618 
18. Net interest adjustments and miscellaneous 
Income debits and credits .....ccccccccvccee 40,233,396 
19. Total profit and loss debit balance.......... 900,478,756 
20. Administrative expenses of the Railroad Ad- 
ministration from March 1, 1920, to Jan- 
EN Sy SOE Sewaea teen ses bide te padcwwaneed 3,445,222 


. Gramd total requirements ..sccccccccsccccs 1,870,727,34! 
3. Original appropriation, Federal Control] Act. 500,000,000 

» DeMciency APPTOPTiAtion ........-cecscerssecvcsss 750,000,000 

. Appropriation carried in Transportation Act 


OE UE Rep ako carcacenses caebicessaxuaeaeeert 200,000,000 


nots he 0S 


ok heel 


a eee 1, 450,000,000 
27. Estimated amount required to enable Rail- 
road Administration to fund certain indebt- 
edness of the railroad companies in accord- 
ance with the transportation act, and to 
defray the costs of the federal control...... 


ob 
No 


420,727,341 


“In connection with the foregoing estimate of the amount of 
the appropriation required to liquidate the affairs of the Rail 
road Administration, no allowance has been made for the set- 
tlement of claims on the part of the corporations for under-mall 
tenance of their property during the period of federal control. 
While there may be such claims on the part of some corpora 
tions, there will be, on the other hand, claims by the government 
against other corporations for maintenance of the property in e* 
cess of the contract requirements, which may require the payment 
of sums by the corporation to the government. In the absence of 
final figures, it seems best not to make any estimate of the net 
amount required to settle maintenance claims.” 


Director-General Hines appeared before the House commit: 
tee on appropriations, April 7, to explain his request for a! 
additional appropriation. He was accompanied by Max Thelel, 
Director of the Division of Liquidation Claims; Swagar Sherley, 
on the advisory staff of the Director General; George H. Parkel, 
comptroller, and Brice Clagett, assistant to the Director-Get 
eral. The testimony was given in closed session but it will be 
made available in printed form later. 


You will get it quicker in The Daily Traffic World. 
¢ 
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april 10, 1920 


RAILROAD LABOR BOARD 


The Trafic World Washington Bureau 


The impression prevailed at the White House late April 8 
that, in view of the strike situation in Chicago and elsewhere, 
the President would send nominations for the Railroad Labor 
Board to the Senate the next day or Saturday. The President 
was urged to take this action in the hope that the immediate 
establishment of the board and the resumption of wage nego- 
tiations would relieve the situation. 

A resolution proposing that the Senate committee on inter- 
state commerce investigate the existing strikes of interstate 
railroad employes not conducted or authorized by any recog- 
nized organization of railroad employes was submitted by Sen- 
ator McCormick April 8 and referred to the committee to audit 
and control contingent expenses, because the cost of such an 
investigation would be paid out of the contingent fund of the 
Senate. The resolution provides that the report of the com- 
mittee shall state the causes and purposes of the strike and 
the merits of the controversy involved therein, and submit rec- 
ommendations. Senator McCormick called attention to the fact 
that the bipartisan wage adjustment board had failed to get 
anywhere with the pending wage demands, that railroad em- 
ployes became restless and disregarded the judgment of their 
elected officers, and said that, since no labor board has been 
appointed under the law, the Senate committee should make 
an investigation with the end in view of inducing the men to 
return to work pending lawful arbitrament of wage disputes. 

“So far as I have been able to learn,” said he, “the actual 
cause of the strike is the failure of the President to appoint 
the board provided for by the new act for the determination 
of disputes regarding wages.” 

It was said at the White House this week that the Presi- 
dent was finding it difficult to find men to represent the public 
on the Railroad Labor Board. Although an annual salary of 
$10,000 is provided for each member of the Labor Board, the 
places for the representatives of the public are not being sought 
after. The railroads and the employes have sent in their nom- 
jnations to the board but the President must “nominate” and 
select the three representatives of the public. It is said that 
the President may appoint a woman. 

Railroad executives, ever since the beginning of the “un- 
authorized” strikes in the Chicago switching district, have been 
casting eyes of anxiety toward the White House, hoping that 
President Wilson would announce the names of the members 
of the Railroad Labor Board. France and Germany may be on 
fire, but the railroad executives have paid no attention to that 
fact when they have contemplated the fact that they have na- 
tional agreements with the big labor unions, under which they 
are supposed to be assured of men enough to keep their lines 
operating, but that as a matter of fact the big unions, thus 
far, have not been able to make good on their contention that 
they control such an overwhelming percentage of the operatives 
on the railroads that the men they do not control are hardly 
worth considering. 

The executives have sent many inquiries to their repre- 
sentatives in Washington asking for some kind of answer to 
their inquiry as to when the President might be expected to 
name the Labor Board. Inquiries for light have been sent, even 
to some Interstate Commerce Commissioners, although many of 
the railroad presidents have reason to know that the President 
has not been consulting commissioners. While the executives 
have not said so in so many words, the inference is that as 
soon as the President names the board, the railroads that are 
being afflicted with “unauthorized” strikes will bring them to 
the attention of the board on the ground that they do interfere 
with commerce between the states, and therefore are of such 
character as to warrant an invocation of the offices of the 
board in the settlement of the questions. 

The Interstate Commerce Commission, in its consideration 
of the question of representation on the board of the “subordi- 
hate officials,” discovered that there was a considerable division 
in the ranks of organized labor; that there are labor organiza- 
tions the leaders of which regard the officers of the older and 
larger organizations with contempt as being inefficient and futile 
in the forwarding of the interests of labor. Individual com- 
missioners were forced, by the facts that came to their atten- 
tion, to believe that some of the insurgent or irregular unions 
Were promoted as part of the German propaganda, with a view, 
during the war, to preventing transportation of war material, or 
of anything the lack of which would tend to slow up the Ameri- 
can offensive. Some of the organizations, however, they were 
Constrained to believe, were the product of dissatisfaction with 
the course of the older unions and had no connection with 
either the I. W. W. or the pro-German movement, 

_ The leaders of the older and larger organizations persuaded 
Director-General McAdoo and Director-General Hines that, if 
the Railroad Administration would sign national agreements 
sa working conditions, they, the leaders, could assure the 
tine or General of an adequate supply of railroad labor at all 
mes, even if the younger and smaller unions should call strikes. 
The Railroad Administration carried out the national agree- 
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ments. Nearly all the railroads, before the beginning of gov- 
ernment control, had agreements with the train operative 
unions, so that when control ended there was no change in 
the situation in so far as the train operative unions and the 
railroads were concerned. The shop craft unions have charged 
that some of the railroad companies have taken steps to nullify 
the national agreements made between them and the Railroad 
Administration. 

The Chicago strike, however, raises no question, other than 
whether the national agreements between the railroad corpo- 
rations and the older unions, which were in existence between 
control and are still in effect, are to constitute the foundation 
on which the railroad corporations can build expectations in 
regard to the operation of trains. The executives are now face 
to face with the fact that the national agreements are not suffi- 
cient to prevent serious interruption at a place like Chicago. 
They are desirous of presenting the questions raised by the 
strike to the Labor Board. They can see no reason why the 
older organizations could object to taking the question to the 
Board, because the officers of the older unions have declared 
the strikes to be unauthorized and illegal. Therefore, a ruling 
by the Labor Board, unless it should be in favor of the strikers, 
would be in favor.of the older unions. 

It is the understanding among the commissioners that the 
subordinate official class, with which it associated the irregular 
unions, has not nominated any men for appointment to the 
Labor Board, by the President. The labor section of the Labor 
Board, therefore, may be expected to be composed of the rep- 
resentatives of the older unions. In other words, if the Chi- 
cago strike should be brought to the attention of the body 
which the railroad executives wished the President would hurry 
and appoint, it would come to a body in the composition of 
which the strikers would not be represented, while the unions 
the leaders of which have declared the strike to be wrong would 
be represented by three members. 


HINES DISCONTINUES BOARD 


Discontinuance of the Board of Railroad Wages and Work- 
ing Conditions is announced by Director General Hines in Cir- 
cular No. 107, as follows: 

The Board of Railroad Wages and Working Conditions created in 
Article 7 of General Order 27 is hereby discontinued, effective April 1, 
1920. The board since the termination of Federal control on March 1, 
1920, has been engaged solely in completing the tabulation of data 
relating to railroad wages and working conditions, the collection of 
which was begun during the period of Federal control, and in recom- 
mending necessary interpretations involving readjustments chargeable 
to the Director General of Railroads for some portion of the périod 
of — control under the wage orders issued during Federal 
control. 

This work has now been completed in so far as the board is con- 
cerned. In accordance with Section 311 (c) of the Transportation Act, 
1920, all books, papers and documents of the Board of Railroad Wages 
and Working Conditions will be transferred to the Labor Board 
created by the Transportation Act, 1920, when the latter board is 
organized. 


NATIONAL HIGHWAY SYSTEM 
The Traffic World Washington Bureau 


Representative William N. Vaile, of Colorado, in an ex- 
tension of remarks published in the Congressional Record of 
April 2, advocated acceptance by Congress of the bill (S. 3472) 
introduced by Senator Townsend, of Michigan, in which pro- 
vision is made for the establishment of a national highway 
system. 

“The time is ripe for the formation of a definite highway 
policy,” he said. “The policy under which we are now operat- 
ing is not definite and never can be truly national and a re- 
view of the whole subject conclusively demonstrates that the 
present plan gives us the least possible. benefit from both state 
and national funds, and that the Townsend bill properly ad- 
justed to the needs of both the public-land states and the pri- 
vate-land states presents the basis of a sound constructive and 
permanent national policy, insuring the maximum of advantage 
to the nation and to the several states.” 

Declaring that general highways traffic is capable of in- 
definite expansion, Mr. Vaile said if the through highways 
were in such condition at all times that traffic of all kinds 
could flow upon them easily and without obstruction or delay, 
“that condition will be a most potent factor to remove fro 
politics one principal source of misunderstandings, recrir~- 
inations, inequalities, and sectional and political abuses—nawze- 
ly, the subject of railroad rates. 

“With the potential competition of highway transportation 
ever present and ever enlarging its scope, railroad rates will 
tend naturally and inevitably to adjust themselves to the level 
of the actual value of the service performed. On the other hand, 
it need not be feared that this competition will diminish the 
volume of business done on the railroads, for it is a curious but 
easily understood fact that transportation of one kind tends to 
increase transportation of other kinds, though it may change in 
some degree the character of such other transportation. An ex- 
ample from our own history of the converse side of the situation 
now under discussion will serve to illustrate this point. It will 
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be recalled that during the period of railroad expansion in the 
West immediately following the Civil War, there was much op- 
position by cross-country freighters to the extension of the rail- 
roads across the plains through the Rockies and the Sierras to 
the Pacific coast. These men were sure that the railroads would 
ruin their business. The very opposite proved to be the case. 
The character of the teaming freight business did indeed 
change, but greatly to its profit. Instead of long hauls through 
a sparsely settled and difficult country the freighter made 
short hauls to the railroad through a country continually in- 
creasing in prosperity. Each business helped the other. The late 
James J. Hill and his successors recognized this principle, to 
the great advantage of their great railroad system, by stimulat- 
ing state and county road construction and maintenance in the 
country tributary to that system. The result now to be ex- 
pected from the development of national through highways, 
namely, the division between railways and highways of the 
classes of transportation more conveniently handled by each ‘is 
not a result to be feared but rather one to be desired in the 
interest of economy and efficiency. 

“To the propostion that transportation of one kind increases 
transportation of other kinds the automobile furnishes an ap- 
parent exception in its supposed effect upon the business of the 
street railways. It is believed, however, that this is an apparent 
and not a real exception and that the present financial em- 
barrassment of street railways all over the United States should 
really be attributed to other causes. However, if the above thesis 
is erroneous or of incomplete application this simply means 
that any kind of transportation must be able to function eco- 
nomically as compared with other kinds if it is to survive. 
The day is doubtless far distant when, for some kinds of trans- 
portation, the railroad will not be able to function economically 
as compared with the highway.” > 

Comparing the Townsend bill, which would authorize ap- 
propriations aggregating $425,000,000 for the four fiscal years 
beginning July 1, 1920, with the federal aid plan, which is 
now in operation, Representative Vaile said: 

“(1) The federal aid plan deals with each state as a sepa- 
rate unit and provides only that the government shall co-op- 
erate with the states, leaving actual construction to the state 
highway departments. Consequently highways are not uniformly 
constructed as between states, and are built under no connected 
system. . 

“The Townsend bill would give the nation a connected sys- 
tem of main trunk lines designed to meet the needs of inter- 
state transportation. It leaves the construction in the hands of 
the national government or requires federal supervisory power 
where state highway departments are made use of. 

“(2) The federal aid plan forces the states to match dol- 
lar for dollar with the national government in highway con- 
struction, and since construction of trunk lines alone involves 
expenditure beyond the means of the state, the whole scheme of 
highway development is retarded. 

“The Townsend bill would relieve the states of the heavy 
financial burden involved in the construction of trunk lines and 
facilitate feeder development by releasing state funds for that 
purpose. 

“(3) The federal aid plan specifically forbids the states 
to use national funds for maintenance, thus placing the burden 
of road upkeep upon the states and civil subdivisions, with 
the result that roads so constructed have frequently been al- 
lowed to deteriorate. 


“The Townsend bill specifically provides that the national 
government must forever maintain all. national highways, thus 
insuring the least possible waste and the greatest possible effi- 
ciency while setting sound precedent for state, county, and dis- 
trict construction. 

“(4) The federal aid plan has the national administration 
in charge of a bureau of a government department, with the 
result that legal procedure has greatly delayed actual construc- 
tion. The work is too important to be left in charge of subordi- 
nates. 

“The Townsend bill would place national construction in 
the hands of a commission of five men appointed by the Presi- 
dent, with the approval and consent of the Senate, and with 
final power to accelerate the use of funds along sound and 
economical lines. 


“(5) The federal aid plan makes no provision for scien- 
tific location of highways with respect to future traffic develop- 
ment, and permits funds to be scattered over disconnected parts 
of the total road mileage of two and one-half million miles with- 
out regard to their importance as parts of a connected system. 

“The Townsend bill directs the commission to investigate 
the principles of transportation and to locate and construct 
highways to meet the requirements of future traffic and concen- 
trates national funds on a selective system of mileage. 


“(6) The federal aid plan leaves the location and selection 
of federal-aid routes to state highway departments, which are 
obliged to expend state funds primarily to meet the needs of 
intrastate rather than interstate traffic, with the result that 
federal funds are not concentraed on any main system even 
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within the state, but are scattered over the state according to 
the pressure exercised by constituents of the department. 


“The Townsend bill directs the Commission to secure the 
advice of the state highway department with respect to the loca. 
tion of links of the national system, but leaves the final power 
of selection in the hands of the commission with the proviso 
that connecting roads must be constructed with the needs of jp. 
terstate transportation as a first consideration. 


“(7) The federal aid plan takes no account of possible 
military needs of the nation, amply demonstrated during the 
recent war, when Army convoys had to be routed over long dis. 
tances when passing from inland points to seaboard. 


“The Townsend bill as one of its primary purposes plans 
to provide the Nation with a connected network of highways 
which would serve as effective agencies of through transporta- 
tion in time of war. 


“(8) The federal aid plan.makes no provision for uniform 
regulations of traffic. 


* “The Townsend bill provides for uniform regulations of 
traffic on national highways with the proviso that the civil and 
criminal jurisdiction of the. state shall not be affected thereby. 

“(9) The federal aid plan defines an acceptable project 
as one which is ‘substantial in character.’ Under this provi- 
sion 60 per cent of the total mileage approved to date by the 
Department of Agriculture has been of a type lower than 
macadam. 


“The Townsend bill provides that only such durable types of 
surface shall be adopted as will adequately meet any exist- 
ing or probable future traffic needs. 


“(10) There is no provision in the federal aid acts for the 
acquisition by the Government of roads already constructed and 
which are of a standard and location suitable for incorporation 
in a national system. 


“The Townsend bill provides that where states have con- 
structed sections of highway which are selected as a part of the 
national system and which are of a standard of construction 
deemed adequate by the Commission the Commission shall 
value the reproduction cost at current prices and wages, and 
shall construct, or may at its discretion contract with the state 
highway department for the construction of, other highways con- 
necting or correlating with the national system and of a mileage 
equal in value to the highway or part thereof so selected as part 
of the national system. No cost of the maintenance of such roads 
shall be borne by the government. 

“This provision is equitable to the states which have al- 
ready expended large sums for the construction of through 
highways, it gives the state the value of this asset acquired 
through its thrift and foresight, and it applies the principle of 
federal aid where it can logically and properly be applied. 

“(11) Under the federal aid acts all condemnation pro 
ceedings must be instituted by the states. This is an anomaly 
in view of the intended national character of the roadway to be 
acquired; but it is in accord with the anomalous nature of the 
federal aid acts which leave selection, construction, and main- 
tenance of national highways in the hands of the state authori- 
ties. 

“The Townsend bill corrects this illogical and sectional plan 
by requiring the states to turn over rights of way to the gov- 
ernment so far as may be legally possible. It is submitted that 
this acquisition of title by the government is no more an inva- 
sion of the sovereignty of the states than is the similar acqui- 
sition of title to sites for federal buildings, army camps, naval 
bases, and so forth. It may be observed, however, that the 
compulsion resting upon the state or its civil subdivisions to 
make such transfer is only that as a condition precedent to the 
expenditure of Federal money on national roads within such 
state the rights of way shall be so transferred ‘as fully as may 
be permitted under the constitution of the state.’ It may be 
conceded that the permanent application of such compulsion 
would block the full completion of a perfect national system of 
highways, but for the reason previously suggested it is not be 
lieved that such disciplinary withholding of funds would have 
to be very long continued. There are, it ig submitted, no states 
which could afford permanently to be left out of such national 
systems of highways. There are, perhaps, none which could not 
be left out without greater deteriment to themselves than to 
the rest of the Union. 

“(12) The federal aid acts do not provide any standard 
widths of roads or roadways. 

“Under the national system provided for in the Townsend 
bill all highways are to have a right of way of not less thal 
66 feet and a wearing surface of not less than 20 feet, except 
where this is rendered impracticable by physical conditions, e* 
cessive cost, or legal obstacles. 

“(13) The federal aid acts are primarily for the construc 
tion of postal routes. . 

“The Townsend bill unifies all road building activities of ee 
Department of Agriculture under the heading of the federa’ 
highway commission, which is to take over also such highway 
duties as are now vested in the Council of National Defense. 
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April 10, 1920 


CAR SUPPLY CONDITIONS 


The Trafic World Washington Bureau 


Chairman Kendall, of the commission on car service of the 
American Railroad Association, April 6, issued the following 
summary of general conditions as to car supply as of March 
30, 1920: 

Box Cars 


Demands continue heavy in all sections, which emphasizes the im- 
portance of all roads giving prompt movement this class of equipment, 


jed and empty. pM ; 
wrhe requirements for the movement of building materials are 


steadily increasing. 


The fertilizer movement is now at its peak, and there will be a° 


continued heavy movement for approximately three weeks. 
Florida vegetable and fruit movement, requiring ventilated cars, 
at the present time is very heavy. : 
Beginning about April 10, requirements in the Texas territory for 
yentilated equipment will be heavy. Roads holding ventilated equip- 
ment of southwestern roads ownership should expedite the movement 
to owners in accordance with car service rules. 


Automobile Cars 


The accumulation of shipments in producing territories due to 
shortage of cars is increasing rather than decreasing, notwithstanding 
the fact all manufacturers are taking advantage of drive-aways to 


fullest possible extent. _ ; ; ‘ ; 
It is essential commission on Car Service Circular Six be complied 
with to secure the maximum efficiency from this class of equipment. 


Flat Cars 


Demand greater than supply of available cars, and to relieve 
shortages special action should be taken to avoid undue detention to 
this class of equipment. 

Stock Cars 


Demand at all market centers continues heavy, and will increase 
with the spring and summer movement. Action should be taken to 
see that cars are properly conditioned that requirements during the 
coming season will be adequately protected. 


Open Cars 


During the last half of March the car supply at bituminous coal 
mines is reflected by the very satisfactory upward trend which produc- 
tion has taken. 

Considerable improvement has been noted in the car supply at 
steel mills in the Pittsburgh-Youngstown district. All raidroads are 
putting forth extraordinary efforts in order that the amount of piled 
steel may be reduced to normal. 

Car requirements of stone, sand and gravel are increasing, as 
these commodities are now moving in greater volume for road con- 
struction purposes. 

Refrigerator Cars 


Refrigerator situation getting more serious account slow compli- 
ance with our movement orders. 

Maine situation being fairly well met. Northwest supply some 
better; Florida about the same, but Southwest extremely critical. 

Orders issued March 23 restricting use of refrigerators to perish- 
able freight. 

The commission on car service of the American Railroad 
Association issued the following statement, April 3, in regard to 
car supply: : 

“Reports for March 15 just received by the commission 
on car service indicate that some progress is being made in 
the direction of getting freight cars returned to their ‘home’ 
lines, which is the purpose of the new car service rules adopted 
by the American Railroad Association on March 1. The object 
is that the various roads may have the benewy of the particular 
types of cars most suited to their traffic requirements, although 
the rules are being applied with discretion to avoid unnecessary 
empty movement and to give service the first consideration. On 
March 1 the proportion of cars on the rails of the owning roads 
was at the lowest point that had been reached in two years, about 
half of the normal percentage. While the gain is slight it would 
seem to indicate that there may be a continued improvement, 
which is particuarly gratifying in the face of a heavy traffic re- 
quirement. The gain is most noticeable in coal cars. Box cars 
and flat cars show little change, but there has been a slight 
gain as to stock cars. 


“The commission on car service has been devoting special 
efforts to getting a relocation of the coal cars which found their 
Way into the western territory at the time of the coal strike, be- 
cause of the necessary movement of coal at that time, and which 
have been very slow in returning to the coal loading roads. For 
the first fifteen-day perigd of March the reports indicate that 
the western roads turned several thousand cars in the direction 
of coal loading territory. While the reports up to that date in- 
dicated that no gain had been made in New England and some 
of the other eastern territory which was in serious condition be- 
Cause of the weather, the daily movement records since the fif- 
teenth have indicated that April 1 will show a perceptible im- 
provement, coal loading roads thereby benefiting. 


“Reports received by the commission on car service of un- 
filled requisitions for freight cars as of March 15 show an im- 
provement over previous reports, indicating that the peak of 
car shortage has been passed, for the time being at least. As 
of that date the United States roads show an aggregate aver- 
age daily shortage of approximately 80,000 cars, about evenly di- 
Vided between box cars and all others. A few weeks ago the 
average was about 90,000. The box car shortage was felt mostly 
mM eastern territory and in the northwest, with some scattering 
shortages in the southeast and the central west. There con- 
tinues a shortage of automobile cars in the automobile loading 
territory of Michigan, Ohio and Indiana, and also a shortage of 
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coal cars, particularly in Pennsylvania, Ohio, Illinois and West 
Virginia.” 

The car supply at the coal mines last week showed some 
improvement, according to reports received by the commission 
on car service of the American Railroad Association, but be- 
cause of two partial holidays, Mitchell Day, April 1, and Good 
Friday, April 2, the bituminous production did not reach the 
mark of 11,000,000 tons which the car service commission has 
asked the railroads to try to reach. Production for the week 
was estimated at 9,750,000 tons. 

The Senate, April 5, indefinitely postponed the resolution 
submitted in the last weeks of federal control of the railroads 
calling for an investigation by the committee on agriculture 
and forestry as to the shortage of cars. 

Senator Gronna, who submitted the resolution (S. Res. 302), 
said at the time the matter was brought to the attention of the 
Senate, that there was a demand from all parts of the country 
for cars. He said that in view of the fact that the railroads were 
no longer under federal control it probably would serve no good 
purpose to have the proposed investigation made now. There- 
fore, he asked that it be indefinitely postponed. 

At the time the resolution was submitted there was objection 
to its passage. 

“Reports from the steel mill districts are to the effect that 
an extreme shortage of the long, low side gondolas for move- 
ment finished product exists,’ Chaitman Kendall of the car 
service commission says in Circular CCS-16 to railroads. 

“At most of the plants their storage facilities have been 
exhausted, resulting in reduced hours of work, restricting the 
manufacture and forwarding of shipments for which there is 
a heavy demand. The situation is further aggravated by the 
loss of labor, which it will be difficult to replace. These cars 


WE LEASE TANK CARS 


ANY SERVICE ANY TIME 


LIQUIDS DESPATCH LINE 


2500 S. Robey Street — 


Chicago, Illinois 





Qe the First Fifty Pierce-Arrow 
4 trucks are still running after 8 years. 


Pierce 
Arrow 


This extraordinary record is unique in motor truck 
experience. It can be duplicated by no other truck made. 
Send for a copy of “The First Fifty’”’ 

The Pierce-Arrow Motor Car Company Buffalo N Y 


POSITIONS WANTED OR OPEN 


GOCD TRAFFIC MEN ARE MORE THAN EVER IN DEMAND 
and THE TRAFFIC WORLD is the logical medium for getting the 
men and the positions in touch with each other. The rates for 
classified advertisements ars as follows: First insertion, $1.00 per 
line; minimum charge, $3.00; succeeding insertions, per line, 50c; 10 
words to the line; numbers and abbreviations counted as words; 
6 point type; payable in advance. Answers to keyed advertisements 
forwarded free and all correspondence held in strict confidence. The 
TRAFFIC WORLD, 418 South Market Street, Chicago, III. 


TRAFFIC MAN—Position wanted with industrial firm. Ten years’ 
industrial and railroad experience. Age 33. Address A. R. D. 171, care 
Traffic World, Chicago, IIl. 


TRAFFIC MANAGER—Ten years’ experience, desires position as 
traffic manager or assistant with commercial or industrial firm. Good 
references. Address K. 25, 505 Colorado Bldg., Washington, D. C. 


POSITION WANTED—Certified Traffic Expert, ten years’ rail- 
road, express and industrial experience, New York and Chicago ter- 
minals, desires connection; any state. Mention traffic volume and 
salary. Address Edward A. Leonard, Woodbridge, New Jersey. 


WANTED—Railroad freight rate clerk with knowledge of con- 
struction, quotations and interpretations, preferably one with ex- 
perience in grain rates and transit; state age, salary and past experi- 
ence in full. Address Westside P. O. Box 570, New Orleans, La. 





























FOR SALE—Several cars first-class No. 1, 6x8—8 Oak Railroad 
Ties. For immediate shipment. L. E. Pearson, Edwardsburg, Mich. 
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are not adaptable for coal traffic and it is very important that 
each read issue instructions prohibiting the misuse of these 
cars and providing for their prompt return to the owners that 
they may be utilized to relieve urgent requirements.” 


LOADING OF AUTOMOBILE CARS 
The Trafic World Washington Bureau 


Steps to avoid delay in unloading automobile cars have 
been taken by the commission on car service of the American 
Railroad Association, Chairman Kendall having sent Circular 
CCS-15 to carriers, as follows: 

“The demand for automobile cars at the present time is 
far in excess of the supply. The extraordinary amount of this 
business offering this season makes it of the utmost importance 
that there be no unavoidable delay in the handling of this 
equipment, and that detention at unloading points be reduced 
to a minimum. 

“Information is being received that this equipment in some 
cases is unduly detained under load at destination. Where such 
instances do occur, it will be appreciated if you will advise this 
Commission promptly the names of delinquents at fault, show- 
ing car number, initial, point of shipment, date of waybill, date 
of arrival, name of shipper and consignee, and the make and 
type (trunk or passenger car) of automobile under load therein. 
On receipt of this information, we can assist in controlling the 
situation through the cooperation of the loading concerns.” 


PRIVATE CAR RULE 
The Trafic World Washington Bureau 


In Circular CCS-14, Chairman Kendall says to the carriers: 

“Referring to the conclusion of the Interstate Commerce 
Commission and suggestion to the carriers in the matter of 
private cars, as decided July 31, 1918, viz.: 


That carriers should publish in their tariffs a rule that private 
cars when unloaded at destination, unless otherwise ordered by the 
owner or lessee, must be properly transported, loaded or empty, in 
the direction of the plant of the owner or lessee. 


“This matter has been handled with the Interstate Com- 
merce Commission, in view of the termination of federal con- 
trol, and they have ruled that until further advised the carriers 
may deal with this matter by adequate car service rules. 

“To meet the spirit of this concession the carriers should 
handle this matter immediately by publication of proper car 
service rule in the language of the Interstate Commerce Com- 
mission, and should police in such manner as will obviate any 
necessity for the publication of a tariff rule on the subject.” 


REFRIGERATOR CAR CONTROL 
The Trafic World Washington Bureau 


The A. R. A. car service commission announced April 5 
that W. L. Kendall, for the time being, would re-establish a 
refrigerator car control office in Chicago such as he had charge 
of during federal control. The arrangement is not permanent 
because approval of the association, at its meeting in May, will 
be necessary before it can be counted on as a permanent organ- 
ization for seeing that railroad-owned refrigerators are used to 
the best advantage. 


ALLOWANCE TO SHIPPER 
The Trafic World Washington Bureau 


A demand that the Commission give force and effect to that 
part of the fifteenth section of the act to regulate commerce 
that says the Commission may fix the allowance to be paid 
by a carrier to a shipper who performs a transportation service 
in connection with the movement of his freight, has been made 
in the complaint of the Edge Moor Iron Company against the 
Pennsylvania, No. 11067. Up to this time the Commission has 
decided all cases in which the question of an allowance to a 
shipper was in issue under the first or third sections of the 
act. The complainant in this case contends that it is mandatory 
that the Commission say what would be the reasonable maxi- 
mum allowance to be paid, not for a service to be rendered in the 
future, but for one the rendition of which is a completed act. 

In a brief on the subject Frank Lyon, for the iron company, 
takes the position that the Commission must say what the unit 
of service is worth and then award reparation in accordance 
with that unit. The complaint was brought so as to enable 
the Commission to dispose of it under the first or third sections. 
That, however, was a measure of caution. The real desire is 
to have the Commission put life into that part of the fifteenth 
section—that is, to decide the question on the principle of law 
that, where there is no contract, the controversy will be dis- 
posed of by going into the merits and an order made which 
will compensate the man who has rendered service, in accord 
with the merit of the service. 

It is the contention of the complainant that the Pennsyl- 
vania, by giving the American Bridge Company, the plant of 


THE TRAFFIC WORLD 








Vol. XXV, No. 15 









which adjoins that of the iron company, an allowance of $1.22 
a car for spotting cars for itself, while making no such alloy. 
ance to the iron company, is performing service for the bridge 
company for less than the charge it imposes on the complain. 
ant. That would be a violation of the second section, which 
imposes a criminal penalty. For illustration, the complainant 
contends that when the bridge company receives a car of coal 
on which the total charge, under the published rate, would be 
$50, the bridge company pays $1.22 less than that sum, while the 
iron company pays the whole $50, even if the coal comes from 
the same mine, the same day, and in the same train. The in- 
terchange tracks of the two companies is the same. The loco- 
motive of the bridge company comes out to that interchange 
track and pulls the car into the plant. The locomotive crane 
of the iron company, it is argued, does precisely the same serv- 
ice for the iron company, but its owner receives no allowance, 

It is argued in behalf of the complainant that it is the duty 
of the Commission to say how much such service was worth, 
per car, and then direct that the Pennsylvania pay it. The fact 
that the iron company never asked pay for what it did or that 
it did not ask the railroad company to do the spotting, Mr. 
Lyon contends, is of no importance. He says the law presumes 
that when one asks another to do something for him or permits 
the service to be rendered, the one for whom the service is 
rendered will make reasonable compensation therefor. 

A further contention by Mr. Lyon is that a railroad, by 
publishing what it will allow a shipper for performing a serv- 
ice, does not bind either the shipper or itself, because the ship- 
per is under no obligation to perform the service, but can 
stand on his right to compensation when he performs a trans- 
portation service. Another contention is that there can be no 
such thing as a préscribed allowance for the future, because 
the carrier at all times is under obligation to see to it that what 
it allows the shipper does not amount to a rebate. 

The courts, Mr. Lyon believes, would not take jurisdiction 
of such a case unless and until it had been shown that appli 
cation for relief had been made to the Commission and that 
it had failed to respond. Therefore, the case, if decided ad- 
versely to the iron company, may be taken to the courts. 

Henry Wolf Bikle, for the iron company, in his brief, gave 
little attention to the contention of the iron company. He ob- 
served, however, that if the act of the Pennsylvania constituted 
a violation of the second section, then it would follow that, un- 
less allowances to shippers were uniform, every departure from 
uniformity, if allowances of any kind were to be made, would 
constitute a violation. In other words, if every shipper were to 
pay exactly the same as every other shipper, the measure of 
the allowance for every service must be the same. That is to 
say, if the allowance to the bridge company is to be $1.22 4 
ear, then the allowance to every other shipper must be $1.22, 
else one shipper will be paying more than some other shipper. 


CASE REOPENED 


The Commiss#n has entered an order reopening for further 
hearing the proceedings in No. 10236, Diamond Alkali Company 
vs. Fairport, Painesville & Eastern et al., to determine divi- 
sions of rates and to fix the liability of the defendants for rep- 
aration, the parties having been unable to reach an agreemett. 


GORMAN’S RECIPE FOR SUCCESS 


(By President James E. Gorman, of the C. R. I. & P., in the Rock 
Island Magazine.) 

Quite often I have tried to figure out how it came about 
that I am a railroad president. Measuring my own ability with 
that of other men, I could not discover in myself any greater 
talent than that possessed by many others, but I knew that 
always mine was a helpful attitude toward everyone else in the 
service of my company; it mattered not what he wanted mY 
help on, it was given cheerfully and completely. And whenever 
I was dealing with someone outside of the company’s service, 
I always handled him and his subject as if that person weleé 
scheduled to route a lot of competitive freight the next day and 
I was anxious so to commend myself and my company to that 
man as to be sure to secure that business. The result is I 
enjoyed the good-will of practically everybody, and my belief 
is that that good-will toward me is what put me in the (0 
place. 

I realize, of course, every man cannot become presidett 
vice-president or the head of the department in which he * 
employed, but if he does pursue the course I advocate and even 
though he fails to pick one of these desirable plums, still he 
will be well repaid, for his program will carry him a long W® 
on the road to that which I regard as the most desirable thilé 
in life—namely, a contented mind, which he will have out @ 
the consciousness of having made his best try. 


If a way could be found to induce all of our men to do - 
there would be no occasion for the question, “Is Rock we 
common good to buy?” because if that effort were made Rot 
Island common would pay its owners the highest dividends 
possible under the present law. 
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Through Export Bills of Lading— 


Our latest folder tells how Through Bills 
of Lading facilitate direct business between 
merchants abroad, and manufacturers and ex- 
porters in the Chicago industrial district. 

It contains a special World Map and is 
mailed upon request. 

FOREIGN TRADE DEPARTMENT 


CENTRAL TRUST COMPANY 


of Illinois 
125 W. Monroe Street CHICAGO, ILL. 
Capital and Surplus, $7,000,000 


CARLSON’S INDUSTRIAL 


Traffic Managers’ College 


Top Floor Tribune Bldg., New York, N. Y. 


Practical Instructions given by Expert Traffic Managers. No 
Theory, actual use of tariffs as applied to Domestic, Import and 
Export Shipping. _TEXT MATTER includes important changes in 
Rules and Regulations, up to date, in loose-leaf form. 

Night Classes. Personal Instructions by Mall. 

Prospectus Free. Correspondence Solicited. 


TRAFFIC ORGANIZATIONS 


THE NATIONAL INDUSTRIAL TRAFFIC LEAGUE.—Object: 
The object of this league is to interchange ideas concerning traffic 
matters, to co-operate with the Interstate Commerce Commission, 
State railroad commissions and transportation companies in pro- 
moting and securing better understanding by the public and the 
state and national governments of the needs of the traffic world; 
to secure proper legislation where deemed necessary, and the modi- 
fication of present laws where considered harmful to the free inter- 
change of commerce; with the view to advance fair dealing and to 
mag conserve and protect the commercial and transportation 

"ests, 

Headquarters—Tacoma Bldg., 5 North La Salle St., Chicago. 
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od Transportation Bureau, Boston Chamber of Com- 
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Manager Traffic Bureau, Omaha Chamber of Commerce. 
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— Manager, Sefton Mfg. Corporation, 1301 W. 35th St., 
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Ing MANUFACTURERS’ ASSOCIATION, In Charge of Traffic of 
ustries Located at Sterling and Rock Falls, Ill. , 
~ N. BORING «9. cccccsses cvcevecscvccesccseesesecseeces President 
na RR SRE Vice-President 
= | ee ere een ee meee Secretary-Treasurer 

oy 6 ees Traffic Manager 

All correspondence relative to movement of traffic to or from 


Nerling and Rock Falls, Ill., should be addressed to the Traffic 
“anager, General Offices, Lawrence Building, Sterling, Ill. 
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BAD ORDER CARS cause the loss of many 
hard earned dollars to railroad companies and 
shippers of grain, seed, food stuffs and package 
goods. 


MUCH OF THIS LOSS can be saved by the 
use of Kennedy Car Liners. These car liners 
practically condition a bad order car and enable 
shippers to load cars that otherwise would be 
rejected. 


KENNEDY SYSTEM of car liners prevent 
leakage in transit and afford sanitary protection 
to bulk shipments and food stuffs. 























WE MAKE Kennedy Car Liners for all cases 
of bad order cars, consisting of full Standard 
Liners, End Liners, Door Liners, Sanitary and 
Sand Liners. 


WILL YOU NOT give us an opportunity to 
submit full details of our system and thé low 
cost of same? We are confident this would 
demonstrate to you the efficiency and money 
saving merits of our proposition. 


The Kennedy Car Liner & Bag Co. 


SHELBYVILLE, INDIANA 



















THE FAST FREIGHT FORWARDING CO. 


ANNOUNCE 


Operation of Consolidated Car Service 














































BETWEEN 
Buffalo 
Cleveland TO 
Detroit } Indianapolis, 
Syracuse Ind. 







Jamestown, N. Y. 







Instruct your shippers to deliver to our cars 


Yours for Service 


Fast Freight Forwarding Co., Inc. 
SHIPPERS’ AGENTS 


General Offices 
511 Brisbane Bldg., BUFFALO, N. Y. 



















Seneca 6070 
DETROIT CLEVELAND 
705 Dime Bank Building 611 Belmont Building 
Cadillac 1418 Main 3148 
SYRACUSE JAMESTOWN, N. Y. 
414 Wieting Block 1414 East Second Street 
Warren 9090 Jamestown 542 W 
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TRAFFIC CLUBS 


(The following list of traffic clubs will be published from time 
to time. We ask that readers notify us of any errors or of any 
changes or additions of which they have any knowledge.) 

Akron Traffic Association. Alvin Hill, Pres.; H. L. Sova- 
cool, Secy. 

Baltimore—Transportation Club of Maryland. 
ris, Pres.; E. L. Fender, Secy. 


Battle Creek (Mich.) Traffic Club. E. C. 
Eugene Wallace, Secy.-Treas. 


Boston, Mass.—The Association of Railway and Steamboat 
Agents of Boston. Willard Massey, Pres.; S. A. Colpitts, Secy.- 
Treas. 


Brooklyn Traflic 
Schleicher, Secy. 

Buffalo Industrjal Traffic Club. E. J. Sheridan, Pres.; W. J. 
McKibbin, Secy. 

Buffalo Transportation Club. G. E. Pierce, Jr., Pres.; R. H. 
Parsons, Secy. 

Chicago Traffic Club. E. L. Dalton, Pres.; E. S. Buckmas- 
ter, Secy. 

Cincinnati.—Traffic Club of the Chamber of Commerce. 
W. H. Lockwood, Chairman; Sam Herndon, Secy. 

Cleveland Traffic Club. Edwin Kluever, Pres.; F. A. Gideon, 
Secy. 

Columbus, Ohio.—Traffic Club of the Columbus Chamber of 
Commerce. W. E. Page, Pres.; C. L. Kelly, Secy. 

Cortland, N. Y.—Industrial Traffic Club of Cortland. H. B. 
Darling, Chairman; H. F. Johnson, Secy. 

Dayton Traffic Club.—J. W. Cobey, Pres.; W. E. Boyer, Secy. 

Decatur (J11.) Transportation Club. R. L. Rees, Pres.; T. 
C. Burwell, Secy. 

Denver Commercial Traffic Club. R. P. Quest, Pres.; C. J. 
Hotchkiss, Secy. 

Detroit Transportaiion Club. H. H. Hamill, Pres.; 
Cochrane Secy. 

El Paso Traffic Club. S. H. Wilson, Pres.; A. U. Tadlock, 
Secy.-Treas. 

Erie Traffic Club. H. R. Landers, Pres.; M. W. Hismann, 
Secy. 
Flint (Mich.) Traffic Club. A. V. Marti, Pres.; A. Nelson, 
Secy. 

Fort Worth Transportation Club. E. C. Price, Pres.; E. E. 
Wyatt, Secy. 

Freeport, Ill.—Greater Freeport Traffic Club. W. H. Jenner, 
Pres.; F. F. Pepperdine, Secy. 

Grand Rapids Traffic Club. E. L. Ewing, Pres.; J. C. Quin- 
lan, Secy. 

Green Bay (Wis.) Traffic Club of the Green Bay Association 
of Commerce. F. Hurlbut, Pres.; W. J. LaLuzerne, Secy.-Treas. 

Holyoke, Mass.—Shippers’ Round Table of Western Massa- 
chusetts Traffic Men. C. E. Mohan, Chairman; W. B. Rogers, 
Secy. 

Houston Traffic Club. F. L. Clements, Pres.; E. L. Williams, 
Secy. 

Indianapolis Transportation Club. F. B. Humiston, Pres.; 
T. A. Lamoureux, Secy. 

Tackson (Mich.) Traffic Club of the Jackson Chamber of 
Commerce. W. P. Hobart, Pres.; H. A. Plummer, Secy. 

Jacksonville Traffic Club. James F. Mead, Pres.; F. C. Saw- 
yer, Secy.-Treas. 

Jamestown, N. Y.—Traffic Club of the Jamestown Board of 
Commerce. J. H. Dasher, Pres.; H. W. Chapman, Secy. 

Kansas City Traffic Club. G. I. Tompkins, Pres.; 
A. Wild, Secy. 

Lansing (Mich.) Traffic Club. N. W. Secor, Pres.; J. T. 
Ross, Secy.-Treas. 

Los Angeles Transportation Association. 
Pres.; C. V. Means, Secy. 

Louisville Transportation Club. C. R. Long, Pres.; G. A. 
Perry, Secy. 

Memphis Traffic and Transportation Club. J. M. Beley, 
Pres.; L. E. McKnight, Secy-Treas. 

Milwaukee Traffic Club. H. W. Ploss, Pres.; F. T. Fultz, 
Secy. 

Minneapolis Traffic Club. F. B. Townsend, Pres.; W. W. Gib- 
son, Secy. 

Newark Traffic Club. John Enstice, Pres.; A. Rennie, Secy. 

New England Traffic Club, Boston. Jacob Karcher, Jr., 
Pres.; C. A. Anderson, Secy. 

New York Traffic Club. F. E. Signer, Pres.; C. A. Swope, 
Secy. : 

New York, N. Y.—Traffic Club of the Queensboro Chamber 
of Commerce. E. J. Tarof, Pres.; P. W. Moore, Secy. 

Omaha—tTraffic Managers’ Committee, Omaha Chamber of 
Commerce. C. E. Childe, Chairman; W. F. Crosby, Secy. 

Peoria Transportation Club. C. H. Gillig, Pres.; Arthur 
Maedel, Secy. 

Philadelphia Traffic Club. J. A. Tait, Pres.; W. H. Mont- 
gomery, Secy. 


W. E. Har- 


Nettels, Pres.; 


Club. P. L. Gerhardt, Pres.; C. A. 
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Philadelphia—Commercial Traffic Managers of Philadelphia. 
W. B. Grieves, Pres.; T. Noel Butler, Secy. 

Pittsburgh Traffic Club. C. B. Ellis, Pres. 
Secy. 

Pittsburgh Traffic and Transportation Association. 
Holdren, Pres.; A. C. Schweitzer, Recording Secy. 

Portland Transportation Club. E. M. Burns, Pres.; W. 0, 
Roberts, Secy. 

Providence, R. I.—Traffic Club of the Providence Chamber 
of Commerce. E. E. Salisbury, Chairman; E. C. Southwick, 
Secy. 

Roanoke (Va.) Traffic Club of the Association of Commerce. 
H. S. Dance, Pres.: J. T. Preston, Secy. 

Rochester, N. Y.—Traffic Council of the Rochester Chamber 
of Commerce. H. B. Cash, Chairman; C. A. Higbie, Secy. 

Salt Lake City Transportation Club. A. R. MeNitt, Pres.; 
R. E. Rowland, Secy. 

San Francisco Transportation Club. A. A. Moran, Pres; 
R. G. Guyett, Secy. 

San Francisco Traffic Club. W. T. Bozeman, Pres.; L. N. 
Bradshaw, Secy. 

Seattle Transportation Club. F. W. Graham, Pres.; E. W., 
Mosher, Secy.-Treas. 

South Bend Traffic Club. F. S. 
Hess, Secy.-Treas. 

Spokane Transportation Club. V. G. Shinkle, Pres.; R. W. 
Franklin, Secy. 

St. Joseph Traffic Club. R. A. Ferguson, Pres.; T. J. Slat- 
tery, Secy. 

St. Louis Traffic Club. A. D. Aiken, Pres.; J. R. Bell, 
Secy. ‘ 

Syracuse Traffic Efficiency Club. C. B. Berry, Pres.; W. J. 
O’Neil, Secy. 

Toledo Transportation Club. 
Billington, Secy. 

Trenton (N. J.) Traffic Club. M. D. Warren, Pres.; F. J. 
Quick, Secy. 

Troy, N. Y.—The Traffic Club, Inc., of Troy. W. J. Cipperly, 
Pres.; R. H. Bibb, Secy. 

Tulsa Transportation Club. T. H. Steffens, Pres.; 
Rees, Secy. 

Waco Traffic Club, J. L. Valentine, Pres.; R. G. Hyett, Secy. 

Washington Traffic Club. C. E. Phelps, Pres.; J. T. M. Du- 
vall, Acting Secy. 

Wichita Traffic Club. 
Secy. 

Worcester (Mass.) Traffic Association. 
E. E. Opitz, Secy. 

York (Pa.) Traffic Club. R. H. Immel, Pres.; J. F. Baird, 
Secy.-Treas. 


PASSENGER FARE SUSPENSION 
The Trafic World Washington Burca 


Division 2, of the Commission, which suspended, April 2, 
the proposed tariff of the Manhattan & Hudson Railroad Com- 
pany carrying an increase in local passenger fares, has informed 
the company, through Secretary McGinty, that the suspension 
is without prejudice to the petitioner filing a tariff carrying, 
instead of a fiat 8-cent fare from Jersey City and Hoboken sta- 
tions to all stations in New York, a fare of 10 cents from Ho- 
boken and Jersey City stations to uptown New York and a fare 
of 6 cents from the same stations to the downtown terminal in 
New York. 

The division, according to the letter, is of the opinion that 
some increase in the fares is warranted, but that the proposed 
flat 8-cent fare is not warranted. The company estimated that 
under its proposed increase the total increase in revenue would 
be $3,213,117, while under the plan proposed by Division 2 the 
estimated increase would be $3,041,012. ; 

“It is suggested,” Secretary McGinty wrote, “that the pet 
tioner carefully consider the proposed substitute plan and, I! 
after consideration, it desires to file tariffs complying there- 
with in order to try out for a reasonable period, from three to 
six months, the proposed fares, such tariff may be filed for 
consideration by the Commission. Such experiment may obvi 
ate the necessity of a detailed and prolonged investigation and 
will enable the carrier, without the delay which an investigation 
would involve, to obtain, in a measure, some additional revenue 
to which it is prima facie entitled.” 


MONEY FOR INLAND WATERWAYS 


The Trafic World Washington Bureat 


Secretary of War Baker, through the Secretary of the 
Treasury, has filed with the House a request for an approprié 
tion of $311,354 to cover an estimated deficit for the operation 
of the government’s boats and barges on the inland waterways 
between March 1 and June 30, the end of the present fiscal 
year. These are the boats and barges which were transferred 
from the Railroad Administration to the War Department Ur 
der the terms of the new transportation act. 
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Green Star Steamship Lines 
PROPOSED SAILINGS 


New York to Genoa and Naples Baltimore to Brazil and River Piate 






S. S. Bellingham. .Loading at a > > 2 eee re April 15th 
i Gs o5 bsscnnconce ++-Early April 

Baltimore to Antwerp and Rotterdam Baltimore to Havre and Bordeaux 
8 ee April 5th Ss. S. ae Lishep-o Sa eeiaibicsiane April 5th 
i Ce stcccrcbiocersancene Apri 25th 2, CC Rr -April 25th 









Attention is called to new lines inaugurated from Baltimore, to meet demands of 
oa offering through that gateway, that port affording excellent piers and railroad 
facilities. 


Baltimore and Savannah to Yokohama, Kobe, Shanghai and Hongkong 






Ss. S. Lepeaster dneudesesenates ....-Salled DT CIE... nw ccccccccccce April 20th 
Ss. > I Satele sa 5. sie ad eldkoaaiee Ss 2 eatin: April 28th 
Ss. S. City oe EE : Sailed 





Philadelphia to Greek-Adriatic-French, Spanish and Mediterranean Ports 


Ss eee March 3ist 
 < —__—— PNR RRR April 5th 







Frequent Sallings—San Francisco or Seattle to Kobe, Shanghal, Hongkong and Manli. 
GREEN STAR LINE OFFICES 






New York Pacific Coast Agents 
on yon catadicaieh wala ete 5-7 Beaver St. Struthers and Dixon, Inc. 
Tel. Broad 7545 San Francisco 
Executive Offices........... 115 Broadway 343 Sansome St. 
Tel. Rector 576 attle, 





6 Wash. 
Loading Berth....Pler 2, eteben, N. J. L. C. Smith Building 
(Adjoining Penn. R. R. Ferry) 







Baltimore 
Green Star House, 17 South St. Phone St. Paul 240. 


Chicago Philadelphia 


26 North Clark St. Drexel Bullding 
Tel. Franklin 6217 Tel. Lombard 5104 


FULL CARGOES A SPECIALTY 
For particulars write H. H. BENEDICT, Traffic Manager 
















A-! Steel Freight Steamers—American Flag 


GREEN STAR STEAMSHIP CORPORATION 
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Investigate Our 
W arehouse-to-W arehouse Service 


Our consolidated car business between Chicago and New 
York is increasing each day, and we want to thank our 
patrons for their close co-operation during these abnormal 
times. 


The snowstorms and strikes in New York which caused 
the placing of embargoes, and now a local switchmen’s 
strike, have caused congestion all along the line, and it will 
be some time before normal conditions obtain. 
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Notwithstanding these conditions, we have been despatch- _ 


ing cars regularly and getting fairly good service. 
Occasionally one of our cars get into a congested district, 
but we lose no time in getting it released. 


We cannot guarantee time delivery, and reiterate the 
statement of the railroads that we will do the very best we 
can under present conditions. 


D. C. ANDREWS & CO., Inc. 


ieee York Established 1884 we —_——e 
ston attle 
Philadelphia LYTT oO N BUILDING Buenos Aires 
New Orleans CHICAGO 

Agents Throughout the World Telephones Harrison { a 


THE RICHARDSON COMPANY 


Lockland, Cincinnati, Ohio 


Manufacturers of Strictly High Grade 
Double Kraft Lined Solid Fibre Ship- 


ping Containers for All Purposes. 


Also specializing in large editions of Patent Coated, Bleached Manila and 
Single Manila Knocked-Down Folding Cartons printed in two colors. 


DAILY CAPACITY: 


MEMBER OF 


175 TONS 


CONTAINER CLUB 
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CEMENT RATES FROM CANADA 


The Trafic World Washington Bureau 


An informal hearing will be had before the Commission’s 
suspension board, April 12, on the protest of the Atlas Portland 
Cement Company against the proposal of the Grand Trunk and 
Canadian Pacific roads to establish commodity rates on cement 
from Montreal to Portland and Bangor, Maine, and Boston, 
about one-half the class rate combinations now in effect, on 
which no cement moves. 

The application of the Canadian roads was supported by 
the Lehigh Portland Cement Company on the ground that the 
shortage of cars made it impossible for it to fill contracts in 
New England from the Lehigh district near Philadelphia, be- 
cause it could not obtain cars. The Atlas company, without 
admitting that there was any such shortage as the Lehigh as- 
serted, suggested that the latter was joining hands with foreign 
interests to bring cement into the United States, rather than 
joining in an effort to have a proper adjustment of rates made 
from the Hudson district, which is nearest the bulk of the New 
England market. The Atlas said that American roads could 
obtain whole revenue by making proper rates from the Hudson 
district and not have to pay out anything to Canadian roads, 
thereby causing a drain on the treasury which is guaranteeing 
the income of American roads until September. 


CHICAGO EXPRESS EMBARGO 


The American Railway Express Company announces that, 
beginning April 8, the embargo on outbound business for New 
York City, Brooklyn, Boston and the District of Columbia, and 
the states of Alabama, Arkansas, Colorado, Delaware, Florida, 
Idaho, Kansas, Kentucky, Minnesota, Montana, Nebraska, Ne- 
vada, North Dakota, Oklahoma, New Jersey, Oregon, Pennsyl- 
vania, Utah, Washington and Wyoming was lifted. On April 
9 the states of Arizona, California, Connecticut, Georgia, Iowa, 
Maryland, Massachusetts, Mississippi, New Mexico, North Caro- 
lina, South Dakota, Rhode Island, Tennessee, Virginia and West 
Virginia were added. At the time when the Chicago switch- 
men went on strike the embargo had been lifted from all but 
six states—Wisconsin, Illinois, Indiana, Ohio, Michigan and 
Missouri—and it is expected that the embargo may be lifted 
from all but these same six by the first of next week and 
from them not later than the first of the week following. An 
embargo was added April 9 on all business to St. Louis, East 
St. Louis, Kansas City and Little Rock. 


CHANGES IN DOCKET 


Oral argument in No. 10850, C. L. Dougherty & Company vs. 
The Michigan Central and Director-General, assigned for April 
7, Washington, D. C., was cancelled. 

Oral argument in No. 10806, Pittsburgh Plate Glass Com- 
pany vs. The Pennsylvania and Director-General, assigned for 
April 8, Washington, D. C., was cancelled. 

Oral argument in No. 10869, Brownell Improvement Company 
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vs. Atchison, Topeka & Santa Fe et al., assigned for April 7, 
Washington, D. C., was canceled. 

Oral argument in No. 10790, Northern Potato Traffic Asso- 
ciation vs. Great Northern et al., assigned for April 7, Wash. 
ington, D. C., was postponed to a date to be hereafter fixed. 

Oral argument in No. 10740, assigned for April 9, was can- 
celed. 








Digest of New Complaints 


No. 11223, Sub. No. 1. 
& St. P. et al. 

Unjust, unreasonable and unjustly discriminatory rates on green 
salted hides from Chicago, Milwaukee and Racine to Rockford as 
compared with rates to Cadillac, Mich., and because specific com- 
modity rates lower than fifth class apply at other Michigan points. 
Asks for reasonable rates and reparation. 

No. 11346. Indiana Northern Ry. Co. vs. New York Central et al. 

Asks for an increase in switching allowance from $1.75 to $2.50 
per loaded car. 

No. 111347. Southern Fuel Co., Dallas, Tex., vs. Bauxite & Northern 
Ry. Co. et al. 

Unjust and unreasonable rates on coal from Brewer, Okla., to 
Bauxite, Ark. Asks reparation. 

No. 11348. Empire Cotton Oil Co., Atlanta, Ga., vs. Atlantic Coast 
Line et al. 

Unjust and unreasonable rates on cottonseed from points in 
Florida to Cordele, Ga. Asks just and reasonable rates and 
reparation. 

No. 11349. Empire Cotton Oil Co. vs. Seaboard Air Line et al. 

Unjust and unreasonable rates on cottonseed from Henderson, 
= C., to Dublin, Ga. Asks just and reasonable rates and repara- 
ion. 

No. 11350. E. J. 
Central et al. 

Unjust, unreasonable, unjustly discriminatory and unduly preju- 
dicial rates on sisal from New Orleans, La., to Michigan City, Ind. 
Asks cease and desist order, establishment of rate not in excess 
of 32.5c, which is the rate to Chicago. 

No. 11351. The Royal Cattle Co., Sheridan and Gillette, Wyo., vs. C. 
B. & Q. et al. 

Unjust and unreasonable rates on cattle between Cascade, Mont., 
= Chicago, Ill. Asks for just and reasonable rates and repara- 
ion. 

No. 11352. William B.-Wanzer and Howard H. Wanzer, a co-partner- 
ship doing business as Sidney Wanzer & Sons, Chicago, IIl., vs. 
Minneapolis, St. Paul & Sault Ste. Marie Ry. Co. et al. 

Complains of rates on milk between points in Wisconsin and 
Chicago, Ill. Asks cease and desist order, just and reasonable 
rates and reparation in sum of $49.03. 

No. 11353. Traffic Bureau Chamber of Commerce, Phoenix, Ariz., et al. 
vs. Southern Pacific Co. et al. 

Unjust and unreasonable rate of $1.18 on apples from Watson- 
ville, Calif., to Phoenix, Ariz., in that it exceeded Class C rate 
of 814%c. Asks just and reasonable rates and reparation. 

No. 11354. Producers’ Refining Co., Tulsa, Okla., vs. Gulf, Colorado & 
Santa Fe et al. 

Unjust, unreasonable, unjustly discriminatory and unduly preju- 
dicial rates on gasoline from Gainesville, Tex., to Kassel, Avon- 
dale and Westwego, La. Asks cease and desist order and repara- 
tion in the sum of $5,207.06. 

No. 11355. Central Pennsylvania Lumber Co., Williamsport, Pa.,, vs. 
Pennsylvania R. R. Co. et al. 

Unreasonable switching charges on two carloads lumber within 
switching limits of Williamsport in that they exceeded 2ic per ton. 
Asks cease and desist order and reparation in the sum of $39.84. 


™ 
Hirth-Krause Co., Rockford, Mich., vs. C. M. 





Fogarty, Warden Indiana State Prison, vs. Illinois 


a a 
Docket of the C ISS! 

* 

Note.—items in the Docket marked with an asterisk (*) are new, 10174, Sub. No. 3—A i i ‘ . i- 

having been added since the dast issue of The Traffic World. Cancel- vania et al. riinapentacgtendaredmadinadiniouns: 


lations and postponements announced too late to show the change In 
this Docket will be noted elsewhere. 


April 12—Washington, D. C.—Examiner Woodward: 
* 11031—Schuhles Pure Grape Juice Co. vs. Central New England et al. 


April 12—Chicago, Ill.—Examiner Hillyer: 

Valuation Docket No. 26—In re San Pedro, Los Angeles & Salt Lake 

R. R. Co. 
April 14—Argument at Washington, D. C.: 

10912—Acme Cement Plaster Co. vs. Pere Marquette et al. 

9345—Strasburg Steam Flouring Mills vs. Southern Ry. et al. 

Portions of the following Fourth Section applications: 

60—Carolina & Northwestern Ry. 

703—Atlantic Coast Line R. R. 

1047—Durham & Southern Ry. 

1074—Norfolk & Southern R. R. 

1534—Tallulah Falls Ry. 

1536—Pickens R. R. 

1540—Lancaster & Chester Ry. 

1543—Hartwell Ry. 

1544—Danville & Western Ry. 

1545—Blue Ridge Ry. 

1548—Southern Ry. 

1563—Baltimore & Ohio R. R. 

1572—Baltimore & Ohio R. R. 

1573—Seaboard Air Line Ry. 

1625—Agent C. C. McCain. 

2060—Agent J. F. Tucker. 

2639—Atlantic & Western R. R. 

3813—Union & Glenn Springs R. R. 

3927—Raleigh & Charleston R, R. 

3973—Lawndale Ry. 

4023—Chesterfield & Lancaster R. R. , F 

10174—National Tube Co. vs. Pittsburgh, Cincinnati, Chicago & St 
Louis et al. 

10174, Sub. No. 1—Same vs. Pennsylvania et al. 

10174, Sub. No. 2—Carnegie Steel Co. vs. Pennsylvania @Western 
Lines) et al. 


10174, Sub. No. 4—American Steel and Wire Co. vs. Pennsylvania 

(Western Lines) et al. 

April 15—Argument at Washington, D. C.: 
10651—Board of Trade of Nashville, Ga., vs. Georgia & Florida et al. 
10672—-Security Mills and Feed Co. vs. Southern Ry. et al. 
10657—R. E. Duvall & Co., Inc., vs. Pennsylvania et al. 


April 15—Kansas City, Mo.—Examiner Gartner: 
11278—The Midland Refining Co. vs. Mo. Pac. and Director General. 


April 15—Washington, D. C.—Examiner Waters: 
* 1. and S. 1169—Coke from Virginia points on Interstate R. R. Co. 
First supplemental order in I. and S. 1169. 
April 146—Washington, D. C.—Examiner Gerry: 
11076—J. R. Wheler Co. vs. The Virginian Ry. et al. 
April 16—Argument at Washington, D. C.: 
er. Ey a & Co., Ltd., vs. Oregon-Washington R. R. and Nav. 
0. et al. 
oe Heights Fruit Exchange et al. xs. Southern Pacific 
et al. 

April 16—Kansas City, Mo.—Examiner Gartner: 
11311—Atlas Cereal Co. vs. C. & N. W. et al. 

Wee awry Lumber Co. vs. New York, New Haven & Hartford 
et al. . 

11315, Sub. No. 1—Same vs. New York Central et al. 

11315, Sub. No. 2—Same vs. Same. 

11315, Sub. No. 3—Same vs. New York New Haven & Hartford et al. 

April 17—Argument at Washington, D. C.: 
10448—Inland Empire Shippers’ League vs. Oregon-Washington R. R. 

and Nav. Co. et al. 
10458—The Commission of Public Docks of the City of Portland, Ore. 
et al. vs. Spokane, Portland & Seattle et al. ‘ 
10698—Public Service Commission of Oregon vs. Oregon- Washington 
R. R. and Nav. Co. et al. 

April 17—Chicago, Ill.—Examiner Money: ' 
11091—Central Illinois Coal Traffic Bureau vs. A. T. & S. F. et er 
11149—Fifth and Ninth Districts Coal Bureau vs. A. T. & S. F. et @. 

April 17—Cleveland, O.—Examiner Keene: e 
11237—W. H. Dougherty & Son Refining Co. vs. Baltimore & Ohi0 
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Green Star Steamship Lines. 
PROPOSED SAILINGS 


Baltimore to Brazil and River Plate 
S. S. Winona April (5th 


New York to Genoa and Naples 


s. S. Bellingham..Loading at N. Y. now 
A steamer ; Early April 


Baltimore to Antwerp and Rotterdam 


s. S. Corvus April 5th S. S. Woonsocket 
A steamer April 25th A steamer 


Baltimore to Havre and Bordeaux 


April 5th 
April 25th 


Attention is called to new lines inaugurated from Baltimore, to meet demands of 
feelatt offering through that gateway, that port affording excellent piers and railroad 
lities. 


Baltimore and Savannah to Yokohama, Kobe, Shanghai and Hongkong 


S. S. Lancaster : s. S April 20th 
4. @ a S. S. Mal April 28th 


Ss 


Philadelphia to Greek-Adriatic-French, Spanish and Mediterranean Ports 


S. S. Zarembe March 3ist 
Ss. S. Jomar April 5th 


Frequent Sallings—San Francisco or Seattle to Kobe, Shanghal, Hongkong and Manll. 


GREEN STAR LINE OFFICES 
New York Pacific Coast Agents 
5-7 Beaver St. Struthers and Dixon, Inc. 


115 Broadway 


Freight Office 
Tel. Broad 7545 
Executive Offices..... 
Tel. Rector 5760 
Loading Berth....Pler 2, Hoboken, N. J. 
(Adjoining Penn. R. R. Ferry) 


Seattle, Wash. 
L. C. Smith Building 


Baltimore 


Green Star House, 17 South St. Phone St. Paul 240. 


Chicago Philadelphia 


26 North Clark St. Drexel Bullding 
Tel. Franklin 6217 Tel. Lombard 5104 


FULL CARGOES A SPECIALTY 
For particulars write H. H. BENEDICT, Traffic Manager 


A-! Steel Freight Steamers—American Flag 


GREEN STAR STEAMSHIP CORPORATION 


TRAFFIC 
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| Investigate Our 
Warehouse-to-Warehouse Service 


Our consolidated car business between Chicago and New 
York is increasing each day, and we want to thank our 
patrons for their close co-operation during these abnormal 
times. 

The snowstorms and strikes in New York which caused 
the placing of embargoes, and now a local switchmen’s 
strike, have caused congestion all along the line, and it will 
be some time before normal conditions obtain. 

Notwithstanding these conditions, we have been despatch- 
ing cars regularly and getting fairly good service. 

Occasionally one of our cars get into a congested district, 
but we lose no time in getting it released. 

We cannot guarantee time delivery, and reiterate the 
statement of the railroads that we will do the very best we 
can under present conditions. 


D. C. ANDREWS & CO., Inc. 


aed York Established 1884 , pennies 
st attie 
Philadelphia LYTTON BUILDING Buenos Aires 
New Orleans CHICAGO 


Agents Throughout the World Telephones Harrison { = 


THE RICHARDSON COMPANY 


Lockland, Cincinnati, Ohio 


Manufacturers of Strictly High Grade 


Double Kraft Lined Solid Fibre Ship- 
ping Containers for All Purposes. 


Also specializing in large editions of Patent Coated, Bleached Manila and 
Single Manila Knocked-Down Folding Cartons printed in two colors. 


DAILY CAPACITY: 


MEMBER OF 


gS 


175 TONS 


CONTAINER CLUB 
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CEMENT RATES FROM CANADA 


The Trafic World Washington Bureau 


An informal heaging will be had before the Commission’s 
suspension board, Apfil 12, on the protest of the Atlas Portland 
Cement Company against the proposal of the Grand Trunk and 
Canadian Pacific roads to establish commodity rates on cement 
from Montreal to Portland and Bangor, Maine, and Boston, 
about one-half the class rate combinations now in effect, on 
which no cement moves. 

The application of the Canadian roads was supported by 
the Lehigh Portland Cement Company on the ground that the 
shortage of cars made it impossible for it to fill contracts in 
New England from the Lehigh district near Philadelphia, be- 
cause it could not obtain cars. The Atlas company, without 
admitting that there was any such ‘shortage as the Lehigh as- 
serted, suggested that the latter was joining hands with foreign 
interests to bring cement into the United States, rather than 
joining in an effort to have a proper adjustment of rates made 
from the Hudson district, which is nearest the bulk of the New 
England market. The Atlas said that American roads could 
obtain whole revenue by making proper rates from the Hudson 
district and not have to pay out anything to Canadian roads, 
thereby causing a drain on the treasury which is guaranteeing 
the income of American roads until September. 


CHICAGO EXPRESS EMBARGO 


The American Railway Express Company announces that, 
beginning April 8, the ‘embargo on outbound business for New 
York City, Brooklyn, Boston and the District of Columbia, and 
the states of Alabama, Arkansas, Colorado, Delaware, Florida, 
Idaho, Kansas, Kentucky, Minnesota, Montana, Nebraska, Ne- 
vada, North Dakota, Oklahoma, New Jersey, Oregon, Pennsyl- 
vania, Utah, Washington and Wyoming was lifted. On April 
9 the states of Arizona, California, Connecticut, Georgia, Iowa, 
Maryland, Massachusetts, Mississippi, New Mexico, North Caro- 
lina, South Dakota, Rhode Island, Tennessee, Virginia and West 
Virginia were added. At the time when the Chicago switch- 
men went on strike the embargo had been lifted from all but 
six states—Wisconsin, Illinois, Indiana, Ohio, Michigan and 
Missouri—and it is expected that the embargo may be lifted 
from all but these same six by the first of next week and 
from them not later than the first of the week following. An 
embargo was added April 9 on all business to St. ‘Louis, East 
St. Louis, Kansas City and Little Rock. 


CHANGES IN DOCKET 


Oral argument in No. 10850, C. L. Dougherty & Company vs. 
The Michigan Central and Director-General, assigned for April 
7, Washington, D. C., was cancelled. 

Oral argument in No. 10806, Pittsburgh Plate Glass Com- 
pany vs. The Pennsylvania and Director-General, assigned for 
April 8, Washington, D. C., was cancelled. 

Oral argument in No. 10869, Brownell Improvement Company 





vs. Atchison, Topeka & Santa Fe et al., assigned for April 7, 
Washington, D. C., was canceled. 

Oral argument in No. 10790, Northern Potato Traffic Asso. 
ciation vs. Great Northern et al., assigned for April 7, Wash. 
ington, D. C., was postponed to a date to be hereafter fixed. 

Oral argument in No. 10740, assigned for April 9, was can. 
celed. 








Digest of New Complaints 


No. 11223, Sub. No. 1. Hirth-Krause Co., Rockford, Mich., vs. C. M., 
& St. P. et al. 

Unjust, unreasonable and unjustly discriminatory rates on green 
salted hides from Chicago, Milwaukee and Racine to Rockford as 
compared with rates to Cadillac, Mich., and because specific com- 
modity rates lower than fifth class apply at other Michigan points, 
Asks for reasonable rates and reparation. 

No. 11346. Indiana Northern Ry. Co. vs. New York Central et al. 

Asks for an increase in switching allowance from $1.75 to $2.50 
per loaded car. 

No. 111347. Southern Fuel Co., Dallas, Tex., vs. Bauxite & Northern 
Ry. Co. et al. 

Unjust and unreasonable rates on coal from Brewer, Okla., to 
Bauxite, Ark. Asks reparation. 

No. 11348. Empire Cotton Oil Co., Atlanta, Ga., vs. Atlantic Coast 
Line et al. 

Unjust and unreasonable rates on cottonseed from points in 
Florida to Cordele, Ga. Asks just and reasonable rates and 
reparation. 

No. 11349. Empire Cotton Oil Co. vs. Seaboard Air Line et al. 

Unjust and unreasonable rates on cottonseed from Henderson, 
fe C., to Dublin, Ga. Asks just and reasonable rates and repara- 

ion. . 

No. 11350. E. J. Fogarty, Warden Indiana State Prison, vs. Illinois 
Central et al. 

Unjust, unreasonable, unjustly discriminatory and unduly preju- 
dicial rates on sisal from New Orleans, La., to Michigan City, Ind. 
Asks cease and desist order, establishment of rate not in excess 
of 32.5c, which is the rate to Chicago. 

No. 11351. The Royal Cattle Co., Sheridan and Gillette, Wyo., vs. C. 
B. & Q. et al. 

Unjust and unreasonable rates on cattle between Cascade, Mont., 
a Chicago, Ill. Asks for just and reasonable rates and repara- 

10n. 

No, 11352. William B. Wanzer and Howard H. Wanzer, a co-partner- 
ship doing business as Sidney Wanzer & Sons, Chicago, IIl., vs. 
Minneapolis, St. Paul & Sault Ste. Marie Ry. Co. et al. 

Complains of rates on milk between points in Wisconsin and 
Chicago, Ill. Asks cease and desist order, just and reasonable 
rates and reparation in sum of $49.03. 

No. 11353. Traffic Bureau Chamber of Commerce, Phoenix, Ariz., et al. 
vs. Southern Pacific Co. et al. 

Unjust and unreasonable rate of $1.18 on apples from Watson- 
ville, Calif., to Phoenix, Ariz., in that it exceeded Class C€ rate 
of 814%c. Asks just and reasonable rates and reparation. 

No. 11354. Producers’ Refining Co., Tulsa, Okla., vs. Gulf, Colorado & 
Santa Fe et al. . 

Unjust, unreasonable, unjustly discriminatory and unduly preju- 
dicial rates on gasoline from Gainesville, Tex., to Kassel, Avon- 
dale and Westwego, La. Asks cease and desist order and repara- 
tion in the sum of $5,207.06. 

No. 11355. Central Pennsylvania Lumber Co., Williamsport, Pa.,, vs. 
Pennsylvania R. R. Co. et al. 

Unreasonable switching charges on two carloads lumber within 
switching limits of Williamsport in that they exceeded 21c per ton. 
Asks cease and desist order and reparation in the sum of $39.84. 





Docket of the Commission 


Note.—items in the Docket marked with an asterisk (*) are new, 
having been added since the last issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change In 
this Docket will be noted elsewhere. 


April 12—Washington, D. C.—Examiner Woodward: 
* 11031—Schuhles Pure Grape Juice Co. vs. Central New England et al. 


April 12—Chicago, Ill.—Examiner Hillyer: 
Veleation Docket No. 26—In re San Pedro, Los Angeles & Salt Lake 
R. R. Co. 


April 14—Argument at Washington, D. C.: 

10912—Acme Cement Plaster Co. vs. Pere Marquette et al. 

9345—Strasburg Steam Flouring Mills vs. Southern Ry. et al. 

Portions of the following Fourth Section applications: 

60—Carolina & Northwestern Ry. 

703—Atlantic Coast Line R. R. 

1047—Durham & Southern Ry. 

1074—Norfolk & Southern R. R. 

1534—Tallulah Falls Ry. 

1536—Pickens R. R. 

1540—Lancaster & Chester Ry. 

1543—Hartwell Ry. 

1544—-Danville & Western Ry. 

1545—-Blue Ridge Ry. 

1548—Southern Ry. 

1563—Baltimore & Ohio R. R. 

1572—Baltimore & Ohio R. R. 

1573—Seaboard Air Line Ry. 

1625—Agent C. C. McCain. 

2060—Agent J. F. Tucker. 

2639—Atlantic & Western R. R. 

3813—Union & Glenn Springs R. R. 

3927—Raleigh & Charleston R. R. 

3973—Lawndale Ry. 

4023—Chesterfield & Lancaster R. R. ; 

10174—National Tube Co. vs. Pittsburgh, Cincinnati, Chicago & St 
Louis et al. 

10174, Sub. No. 1—Same vs. Pennsylvania et al. 

10174, Sub. _ 2—Carnegie Steel Co. vs. Pennsylvania (Western 
Lines) et al. 





ba ey pee. 3—American Sheet and Tin Plate Co. vs. Pennsyl- 
vania et al. 
10174, Sub. No. 4—American Steel and Wire Co. vs. Pennsylvania 
(Western Lines) et al. 
April 15—Argument at Washington, D. C.: 
10651—Board of Trade of Nashville, Ga., vs. Georgia & Florida et al. 
10672—-Security Mills and Feed Co. vs. Southern Ry. et al. 
10657—R. E. Duvall & Co., Inc., vs. Pennsylvania et al. 


April 15—Kansas City, Mo.—Examiner Gartner: 
11278—The Midland Refining Co. vs. Mo. Pac. and Director General. 


April 15—Washington, D. C.—Examiner Waters: 
* 1, and S. 1169—Coke from Virginia points on Interstate R. R. Co. 
First supplemental order in I. and S. 1169. 
April 16—Washington, D. C.—Examiner Gerry: 
11076—J. R. Wheler Co. vs. The Virginian Ry. et al. 
April 16—Argument at Washington, D. C.: 
ber “Oe & Co., Ltd., vs. Oregon-Washington R. R. and Nav. 
o. et al. 
ee Heights Fruit Exchange et al. xs. Southern Pacific 
et al. 

April 16—Kansas City, Mo.—Examiner Gartner: 
11311—Atlas Cereal Co. vs. C. & N. W. et al. 
ar "anand Lumber Co. vs. New York, New Haven & Hartford 

et al. 
11315, Sub. No. 1—Same vs. New York Central et al. 
11315, Sub. No. 2—Same vs. Same. 
11315, Sub. No. 3—Same vs. New York New Haven & Hartford et 4l. 

April 17—Argument at Washington, D. C.: 

10448—Inland Empire Shippers’ League vs. Oregon-Washington R. R. 
and Nav. Co. et al. 

10458—The Commission of Public Docks of the City of Portland, Ore. 
et al. vs. Spokane, Portland & Seattle et al. : 

10698—Public Service Commission of Oregon vs. Oregon- Washington 
R. R. and Nav. Co. et al. 

April ln sag , Ill.—Examiner Money: , 
11091—Central Illinois Coal Traffic Bureau vs. A. T. & S. F. et y 
11149—Fifth and Ninth Districts Coal Bureau vs. A. T. & S. F. et @ 

April 17—Cleveland, O.—Examiner Keene: Ohio 
11237—W. H. Dougherty & Son Refining Co. vs. Baltimore & 
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FREIGHT AND EXPRESS 
CORRUGATED AND 
SOLID FIBRE BOARD 





A PLEDGE 


to the carriers 
and the ship- 
ping public is 
evidenced by 
this symbol in 
the mainte- 
nance of a high 
standard of 
fibre shipping 
cases and the 
raw materials 
entering into 
their construc- 
tion. 


A FREE SERVICE 


The service of 
the Traffic 
Dept., Re- 
search Labora- 
tory and Sta- 
tistical Bureau 
is offered with- 
out charge to 
shippers, car- 
riers and con- 
signees in all 
problems of 
designing, 
using and seal- 
ing corrugated - 
and solid fibre 


containers. 






CERTIFICATE OF BOX MAKER. 


There are ten different certificates of fibre board boxes 
approved by Railroad and Express Companies. Specifi- 
cations appearing in certificate will vary according to 
type of box upon which it appears. 













Certificate of Box Maker, when appearing in this form 
in connection with CONTAINER CLUB emblem, con- 
stitutes the sterling mark on Corrugated and Solid 
Fibre Shipping Cases. 


LOOK FOR THIS TRADE MARK 






MEMBER OF 


CONTAINER CLUB 










TRADE MARK 


General Offices 
608 So. Dearborn St., Chicago 


An Association of Corrugated and 
Solid Fibre Box Manufacturers 


QUALITY MARK 
[a] (RR) [a [RE [a [aa] [i a 


KEITH TYPE “A” TANK CARS 


o ont _e 


ror Sale al = Repaired 
= A LIN? 
“as = -_ 


For Lease A 7 oil Rebuilt 


MANUFACTURERS OF 


All Classes of Steel Railroad Cars, Steei Underframes 
Forgings and Car Parts 


Our new and modern plant, located at Hammond, Indiana, affords excellent facilities 
for rebuilding and repairing Railway Equipment 


Keith Railway Equipment Company 


General Offices: Peoples Gas Building, Chicago, Illinois 
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et al. Such portions of fourth section applications 2060, filed by 
J. F. Tucker, agent, relating thereto. 


April 19—Owensboro, Ky.—Examiner J. Edgar Smith: 
11197—Owensboro Wheel Co., Inc., vs. Southern Ry. et al. 


April 19—Salt Lake City, Utah—Examiner Gaddess: 

11162—T. J. Keogh vs. Colorado & Southern et al. 

11024—Gunnison Valley Sugar Co. vs. D. & R. G. R. R. et al. 
April 19—Toledo, Ohio—Examiner Keene: 

11309—Chatterton & Son vs. Pere Marquette and Director General. 
April 19—Oklahoma City, Okla.—Examiner Gartner: 

11225—Lawton Refining Co. vs. C. R. I. & P. and Director General. 


April 19—Charlotte, N. C.—Examiner Satterfield: 
11142—Cannon Mfg. Co. vs. Sou. Ry. et al. 
11272—Wiscasset Mills Co. vs. Yadkin Ry. et al. 


april 19—Argument at Washington, D. C.: 
10751—L. H. Miller vs. Northern Pacific and Director General. 
10832—Mount Hood R. Co. vs. Oregon-Washington R. R. and 
Nav. Co. and Director General. 
10481—Rogers Brown Iron Co. vs. Pennsylvania and Director General. 


April 19—Huntington, W. Va.—Examiner Eddy: 
9784—West Virginia Rail Co. vs. B. & O. et al. 


April 19—Cincinnati, Ohio—Examiner Graham: 
* 11233—Cincinnati Abattoir Co. vs. P. C. C. & St. L. et al. 


April 19—Tucumcari, N. M.—Examiner Mattingly: 

* 11245—State Corporation Commission of New Mexico et al. vs. Chi- 
rae gee Island & Pacific et al. Fourth Sect. applications relat- 
ng thereto. 


oat = ~~" D. C.—Commissioner Daniels and Examiner W. 
. Brown: t 
8167—Three Lakes Lumber Co. et al. vs. Washington Western Ry. 


Co. et al. 
a a gy Lakes Lumber Co. et al. vs. Washington Western Ry. 
o. et al. 
1. and S. 193—Joint rates with Washington Western Ry. Co. 


April 20—Tulsa, Okla.—Examiner Gartner: 
ie 9g dell Daly Material Co. vs. Chicago, Burlington & Quincy 
et al. 
11286—Cosden & Co. et al. vs. Midland Valley R. R. et al. 
11244—Producers’ Refining Co. vs. Illinois Central et al. 


April 20—Chicago, Ill.—Examiner Money: 

11250—Briggs & Turivas vs. Pa. et al. 

11241—The American Cement Plaster Co. vs. Union Pacific et al. 
April 20—Philadelphia, Pa.—Examiner McKenna: 

11188—Sterling Lumber Co. vs. Pennsylvania (Western Lines) et al. 


April 20—Detroit, Mich.—Examiner Keene: 
* 11248—Dodge Bros. Corp. vs. Director General et al. 


April 20—Washington, D. C.—Before the Commission: 

* Ex Parte 73—Section 405 of the Transportation Act, 1920, relinquish- 
| eee of freight at destination before freight charges are 
paid. 

April 21—Des Moines, Ia.—Examiner Butler: 

Se Coal Co. et al. vs. The Anthony & Northern 
et al. 

April 21—Boise, Idaho—Examiner Gaddess: 

se tama Milling Co. and S. J. Hawkins vs. Oregon Short Line 
et al. 

11212—S. J. Hawkins, doing business under the name of Rupert 
Milling Co. and S. J. Hawkins, vs. Same. 

11213—Rupert Milling Co. and S. J. Hawkins vs. Same. 


April 21—Chicago, Ill.—Examiner Money: 
11262—Phelps Dodge Corp. vs. Ariz. Eastern et al. 
* 11267—Harris Bros. Co. vs. Director General et al. 


April 21—Cincinnati, Ohio—Examiner Graham: 
11205—Charles C. Oyler & Son vs. American Ry. Express Co. and 
Director General. 
11207—Charles C. Oyler & Son et al. vs. Same. 
April 21—Philadelphia, Pa.—Examiner McKenna: 
11265—Sun Co. vs. Delaware River & Union et al. 
11200—John Lucas & Co., Inc., vs. Atlantic City et al. 


April 21—Parkersburg, W. Va.—Examiner Eddy: 
11292—Parkersburg Rig and Reel Co. vs. A. T. & S. F. et al. 
11298—Same vs. Same. Portions of Fourth Sect. App. 700, filed by 
F. A. Leland. 

April 22—Deming, N. M.—Examiner Mattingly: 

* Fourth section applications filed for and on behalf of El Paso & 
Southwestern R. R. Co., Southern Pacific Co., and Atchison, To- 
peka & Santa Fe Ry. Co., asking for authority to continue rates 
to Deming, N. M., in contravention of the provisions of the fourth 
section. (To be heard in connection with No. 11297, State Corpo- 
ration Commission of the State of New Mexico vs. Abilene & 
Southern et_al.) : 

11297—State Corporation Commission of the State of New Mexico 
vs. Abilene & Sou. et al. . 


April 22—Washington, D. C.—Examiner Pattison: 
* 1. and S. 1173—Switching rates on coal at Elkhorn City, Ky. 


April 22—Fort Smith, Ark.—Examiner Gartner: 
ae yy Yzark Refining Co. et al. vs. Chicago, Rock Island & Pacific 
et al. 
11300—Same vs. Chicago & Alton et al. 


April 22—Grand Rapids, Mich.—Examiner Keene: 
11223—Hirth-Krause Co. vs. C. M. & St. P. et al. Such portions of 
a section app. 2060, filed by J. F. Tucker, agent, related 
thereto. 
11290—Specialty Display Case Co. vs. Ann Arbor et al. 


April 22—Chicago, Ill._—Examiner Money: 
11240—Wilson & Co., Inc., of Oklahoma, vs. A. T. & S. F. et al. 


April 23—Omaha, Neb.—Examiner Butler: 
11081—The Roundup Coal Mining Co. vs. Big Fork & International 
Falls et al. 
April 23—Chicago, Ill.—Examiner Money: 
11077—Morris & Co. vs. A. T. & S. F. et al. 
11217—Armour & Co. vs. American Ry. Ex. Co. et al. 


April 23—Wheeling. W. Va.—Examiner Eddy: 
11299—William Wylie Beall vs. Wheeling Traction Co. 
11299, Sub. No. 1—Charles J. Schuck vs. Wheeling Traction Co. 


April 24—Brunswick, Ga.—Examiner Setterfield: 
— : ‘hero Cola Bottling Co. vs. Atlanta, Birmingham & Atlantic 
et al. , 


April 24—New York, N. Y.—Examiner McKenna: 
11202-—Seaboard By-Product Coke Co. vs. Director General. 
11226—R. A. Cade, Inc., vs. Pennsylvania and Director General. 
April 26—Portland, Ore.—Examiner Gaddess: 
9364—Inman-Poulsen Lumber Co. et al. vs. Sou. Pac. Co. et al. 
8118—Same vs. Same. 
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April 26—Ft. Dodge, Ia.—Examiner Butler: ‘ 
ar 9 glean Dodge Commercial Club vs. Cedar Rapids & 'owa City 
et al. 


April 26—New York, N. Y.—Examiner McKenna: 
11283—Miami Copper Co. vs. Arizona Eastern et al. 

April 26—New York, N. Y.—Examiner McKenna: 

* |. and S. 1171—Powdered milk rates. 


April 26—Monroe, La.—Examiner J. Edgar Smith: 
11246—Southern Carbon Co. vs. Alabama & Vicksburg et al. Por. 
tions of fourth sect. applications Nos. 601, Vicksburg, Shreveport 
& Pacific Ry. Co. and 632, F. A. Leland, agent, having relation 
therewith. 
April 26—Cadillac, Mich.—Examiner Keene: 
11216—Cobbs & Mitchell, Inc., vs. Grand Rapids & Indiana ang 
Director General. 
April 26—Indianapolis, Ind.—Examiner Graham: 
11302—Stone Products Co. vs. A. T. & S. F. et al. 
April 26—Chicago, IlIl.—Examiner Money: 
11218—Wilbur Lumber Co. et al. vs. P. C. C. & St. L. et al. 
April 26—Columbus, O.—Examiner Eddy: 
11195—The Ohio Cities Gas Co. vs. C. R. R. of N. J. et al. 
11196—Same vs. C. & O. et al. 
April 27—Douglas, Ariz.—Examiner Mattingly: 
11238—Bauxton-Smith Co. vs. A. T. & S. F. et al. 
April 27—Atlanta, Ga.—Examiner Satterfield: 
11203—The Standard Paint Co. et al. vs. Alabama & Vicksburg et al, 
April 27—Columbus, O.—Examiner Eddy: 
11204—-The Chas. E. Lane Co. vs. Norf. Sou. and Director General, 
April 27—New York, N. Y.—Examiner McKenna: 
11146—Automatic Sprinkler Co. of America et al. vs. Alabama ¢ 
Vicksburg et al. 
April 27—Portland, Ore.—Examiner Gaddess: 
~~" tae J. Bateman vs. Southern Pacific Co. and Director Gen- 
eral. 
11310—Eissinger & Co., Inc., vs. Union Pacific et al. 
April 27—Chicago, Ill.—Examiner Money: 
11230—F.. C. Mintzlaff et al. vs. A. T. & S. F. et al. 


April 28—St. Louis, Mo.—Examiner Graham: 
11221—G. S. Tiffany & Co. vs. St. L. S. W. and Director General. 
April 28—Canton, Ohio—Examiner Eddy: 
8899—The Canton Chamber of Commerce vs. Pa. Co. et al. 
April 28—Milwaukee, Wis.—Examiner Keene: 
11234—Milwaukee Vinegar Co. vs. C. & N. W. et al. 
April 28—Portland, Ore.—Examiner Gaddess: 
11004—Cameron Hogg Lumber Co. et al. vs. Portland Ry. Light and 
Power Co. et al. 
April 28—New York, N. Y.—Examiner McKenna: 
11210—Chrevolet Motor Co. of California. vs. C. R. I. & P. et al. 
April 28—Chicago, IIl_—Examiner Money: 
11219—Sinclair Refining Co. vs. A. T. & S. F. et al. 
11186—Shaffer Oil and Refining Co. vs. M. K. & T. et al. 
April 29—New York, N. Y.—Examiner McKenna: 
* 1. and S. 1172—Local fares of the Hudson & Manhattan R. R. Co. 
April 29—Mason City, Ia.—Examiner Butler: 
11296—William Alter et al. vs. Chicago Great Western et al. 
April 29—Wausau, Wis.—Examiner Keene: 
11281—Wausau Box and Lumber Co. et al. vs. C. M. & St. P. and 
Director: General. 
11282—L. H. Wheeler and F. D. Timlin vs. C. & N. W. et al. 
April 29—Portland, Ore.—Examiner Gaddess: 
11083—Portland Traffic and Transportation Assn. et al. vs. Ann Ar- 


bor et al. 
April 30—Chicago, Ill.—Examiner Money: 
11173—J. J. Badenoch Co. vs. Belt Ry. Co. of Chicago et al. Such 


portions of fourth sect. applications Nos. 2060 and 2072, filed by 
J. F. Tucker, agent, related thereto. 

April 30—Los Angeles, Calif.—Examiner Mattingly: 
11236—Arcularius Bros. vs. Sou. Pac. Co. and Director General. 
11312—Moreland Motor Truck Co. vs. C. M. & St. P. et al. 

April 30—New York, N. Y.—Examiner McKenna: 
11274—Wharton Steel Co. vs. C. R. R. Co. of N. J. and Director 

General. 

May i—Montgomery, Ala.—Examiner Satterfield: 
11254—The Georgia Show Case Co. vs. L. & N. et al. 
11271—Alabama Georgia Syrup Co. vs. A. C. L. et al. 

May 1—Beaumont, Tex.—Examiner Gartner: 
11220—Orange Rice Mill Co. vs. Louisiana Western et al. 

May 1—Duluth, Minn.—Examiner Keene: 
te "eres Co. et al. vs. Great Lakes Transit Corp. 

et al. 

May 3—Birmingham, Ala.—Examiner Satterfield: : 
11003—McGowin Lumber and Export Co. et al. vs. Gulf, Florida & 

Alabama et al. 
11242—Birmingham Packing Co. vs. Director General. 


May 3—New York, N. Y.—Examiner McKenna: 
11304—American Smelting and Refining Co. et al. vs. B. & O. et al. 


May 3—Baton Rouge, La.—Examiner J. Edgar Smith: 
11247—Consolidated Companies, Inc., et al. vs. A. T. & S. F. et al. 


May 3—Washington, D. C.—Examiner Quirk: 
10733—National Paving Brick Manufacturers’ Association vs. Ala- 
bama & Vicksburg et al. 


May 3—New York, N. Y.—Examiner Disque: 
10826—Intermediate Rate Assn. vs. Aberdeen & Rockfish et al. 


May 3—Minneapolis, Minn.—Examiner Butler: 
11172—Rutherford-Brede Co. vs. C. B. & Q. et al. 
* 11108—Kurth Malting Co. vs. Director General et al. 


May 3—Shreveport, La.—Examiner Gartner: ; 
"at Louis Werner Stave Co. vs. La. Ry. & Nav. and Director 
eneral. 


GARY ANSWERS BENSON 


The Trafic World Washington Buream 


Answering Admiral Benson (see page 647), E. H. Gary, of 
the Steel Corporation, said: “I think our local officials have 
been laboring under a misapprehension. Be assured we will 
not intentionally antagonize the statutory regulations. Ther? 
will hereafter be no just grounds for complaint.” 
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Car Equipment of All Kinds 


Standard Specialty Industrial 


GENERAL 


WW 


Time and time again great cor- 
porations have placed before our 
engineers difficult problems in car 
construction. These questions 
arose as industry advanced and de- 
manded more rapid quantity trans- 
portation of various commodities. 

That they were solved satisfac- 
torily is evidenced by the tens of 
thousands of “GA” cars used by 
American railroads and manufac- 
turers everywhere. 

We build steel or composite cars 
to any specifications. Above is an 


peice nat BY 
pesane A Tt. 


GIENT. AW A CAGS,! 


all-steel industrial car for carrying 
steel ingots. The deck is covered 
with eight-inch steel rails on which 
the white-hot ingots are stacked. 
This is only one of many such spe- 
cialized types of car construction 
produced by our three plants. 


The accumulated experience and 
scientific knowledge of General 
American engineers is at the serv- 
ice of car users everywhere through 
our free consultation department. 
Write and tell us your require- 
ments. 


Sclicidlery of The General yee Tank ie eatin 
General Offices: Harris Trust Bldg., Chicago, U.S. A. 


Plants at: East Chicago, Ind.; Sand Springs, Okla.; Warren, Ohio 
Sales Offices: 17 Battery Place, N.Y.; 24 California St., San Francisco 
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Green Star Steamship Lines 
PROPOSED SAILINGS 


New York to Genoa and Naples Baltimore to Brazil and River Plate 


5. S$. Bellingham S. S. Winona Late April 


5. S. West Grama April 27th 


Baltimore to Antwerp and Rotterdam 


April 13th 
April 25th A 


Baltimore to Havre and Bordeaux 


April 15th 


A steamer April 25th 


Attention is called to new lines inaugurated from Baltimore, to meet demands of 
freight offering through that gateway, that port affording excellent piers and railroad 
facilities. 

Baltimore and Savannah to Yokohama, Kobe, Shanghai and Hongkong 

§. Lancaster S. S. Chipchung pri 


s. April 20th 
s. §. Canibas 5. S. Maine April 28th 
§. §. City of Omaha 


Philadelphia to Greek-Adriatic-French, Spanish and Mediterranean Ports 


S. S. Jomar April (4th 


Frequent Sallings—San Francisco or Seattle to Kobe, Shanghal, Hongkong and Manila 


GREEN STAR LINE OFFICES 
New York Pacific Coast Agents 


eaten Offi 5-7 Beaver St. Struthers and Dixon, Inc. 
Tel. 
115 Broadway 


60 
Loading Berth....Pler 2, Hoboken, N. J. Z. 
(Adjoining Penn. R. R. Ferry) 


Baltimore 
Green Star House, 17 South St. Phone St. Paul 240. 


Chicago Philadelphia 
26 North Clark St. Drexel Bullding 
Tel. Franklin 6217 Tel. Lombard 5104 
FULL CARGOES A SPECIALTY 
For particulars write H. H. BENEDICT, Traffic Manager 


A-1 Steel Freight Steamers—American Flag 


GREEN STAR STEAMSHIP CORPORATION 


FREIGHT ADVERTISING 


Is a proper and effective method for railroads 
to present to shippers what they 
have to offer. 


That there is no virtue in printer’s ink 
for this purpose is an 


ANTIQUATED IDEA 


Intensive advertising of special facilities or 
advantages in mediums read by 
shippers whom it is de- 
sired to reach is 


GOOD BUSINESS 


The Traffic Service Corporation 
Publisher The Traffic World 


THE TRAFFIC WORLD 


Pacific Mail Steamship 
Company 


Established 1848 
Under American Flag 


San Francisco- Baltimore Service 
(Freight Only) 


San Francisco, San Jose de Guatemala, Acajutla, Corinto, 


Balboa, Cristobal, Puerto Colombia, Havana (Eastbound only), 


and Baltimore 


S. S. “POINT ADAMS” S. S. ‘‘“POINT LOBOS” 
S. S. ‘‘POINT.BONITA”’ S. S. “POINT JUDITH”’ 


Monthly Sailings by Six Freight Steamers 
In Addition 


Trans-Pacific Service 
(Passengers and Freight) 
S. S. “ECUADOR” S. S. “VENEZUELA” S. S. “COLOMBIA 
And Sailings by EIGHT Freight Steamers 
Honolulu, Yokohama, Kobe, Shanghai, Manila and Hongkong 


Manila-East India Service 
(Passengers and Freight) 


S. S. ““COLUSA’’ S. S. “SANTA CRUZ”’ 


And TWO Freight Steamers 


Honolulu, Manila, Saigon, Singapore, Colombo, Madras 
and Calcutta 


Round-the-World Service 


(Freight Only) 
S. S. “WEST KASSON” _ S.S. “WEST CONOB” 


Regular Monthly Sailings 
San Francisco, Honolulu, Yokohama, Kobe, Dairen, Tientsin, 
Shanghai, Manila, Saigon, Singapore, Calcutta, Colombo, 
Bombay, Alexandria, Bizerta, Marseilles, Barcelona, 
thence Baltimore, to San Francisco via 
Panama Canal 


S. S. “ELKRIDGE” 


Panama Service 
(Passengers and Freight) 


S. S. ‘‘NEWPORT”’ S. S. ‘SAN JOSE”’ 
S. S. ‘CITY OF PARA”’ S. S. “SAN JUAN” 
S. S. ““SACHEM’’ 


To Mexico, Central America and Canal Zone 


PACIFIC MAIL SPECIALTIES ARE 
SERVICE AND CUISINE 


Consult Our Offices 


508 California Street Continental Bldg. 
SAN FRANCISCO BALTIMORE 


104 Pearl Street 
NEW YORK 
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UCKENBACH LINES 


Express Freight Service 
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Twin Screw American Steamers 
New York Rotterdam 





Amsterdam 







Philadelphia Rotterdam Amsterdam 








San Pedro 


(Port of Los Angeles) 


San Francisco 


New York 


































44 Whitehall Street 





T. J. McGEOY New York 
Gen’! West. Freight Agent cw oF Merchants Exchange 
607 Marquette Bldg. San Francisco tion fo 
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y Land or Sea} 
rreig t Shipments and or Sea | fs. 
Ee expens 
HAT’S our business, Gentlemen, that and decided savings of your I the ro; 
time and money. A package to a car load, foreign or domestic. Ten | om 0 
ay fi 
well equipped offices at convenient points. Twenty years plus of experi- |- sd m 
=| me sover 
ence and also plus a reputation in the Export Field second to none—such | sm 
the advantage afforded you by the up-to-date service of the 2 Eithen, 
TRANS-CONTINENTAL FREIGHT COMPANY t..... 
Export and Domestic Freight Forwarders A ge 
CONSOLIDATORS — 
WER ra Household Goods, Automobiles, Machinery, Pianos and General Merchandise 2 and th 
| Y AAS ( Le ee oa General Offices: nUhicade, 203 Dearborn ee Z Vate by 
astern ce: ew York, ooiwor u n z 
ONTINENTAL FPG Boston, Old South Building Cleveland, Hippodrome Building Z method 
| we A Buffalo, Ellicott Square Los Angeles, Van Nuys Building 2 It | 
. Philadelphia, Drexel Building San Francisco, Monadnock Building 2 L 
as Cincinnati, Union Trust Building Seattle, Alaska Building Zz tree fr 
; Write the Nearest Office 2 See 
iH ; _ Sa ae a ne ee a DM KA, TS petitive 
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